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Bruce Allison, the 24-year-old Australian driver who has 
campaigned a Formula 5000 Chevron in this season’s ShellSport 
International Group 8 series, is the winner of the top 
Grovewood Motor Racing Award for 1977. Allison was pre=- 
sented with his Award from Stirling Moss at The Royal 
Lancaster Hotel in London last Monday evening, when 
Formula 3 driver Stephen South received the second Award 
and Formula Ford 2000 star Philip Bullman the third. The two 
fastest British drivers in Formula Ford 1600, Nigel Mansell and 
David Leslie, were awarded the two Special Commendations. 

The Grovewood Motor Racing Awards were established in 
1963 by Mr John Danny, the Chairman of the company which 
owns Brands Hatch, Mallory Park, Oulton Park and Snetter- 
ton, Grovewood Securities Ltd. The object of the Awards is “‘to 
provide financial help and also valuable publicity to young 
British and Commonwealth drivers who, early in their careers, 
are showing outstanding ability which could take them further”. 
The winners are decided annually by an independent panel 
nominated by the Guild of Motoring Writers, and the panel’s 
terms of reference include a provision for the cars and facilities 
at the disposal of suitable candidates. 

Many people closely involved in motor racing criticise the 
Grovewood Awards because of the lack of success of past top 
Award winners compared with those drivers who have won the 


second or third prizes. In fact, there is a simple reason for this: - 


once he or she has received an Award, a driver automatically 
becomes ineligible for firther Grovewood honours. For exam- 
ple, men such as Brian Redman, Derek Bell, James Hunt, John 
Watson, Tony Brise and Alan Jones missed out on the top 


Award, which they would undoubtedly have won a year or two 


on in the early stages of their careers. 

The Grovewood Awards actually have provided an outstand- 
ingly successful reckoning of future potential. Of the 42 winners 
between 1963 and 1976, no fewer than 23 have achieved 


Formula 1 drives in World Championship Grands Prix+—eight 


Grovewood ‘firsts’, nine ‘seconds’ and six ‘thirds’. When one 
takes into account the innumerable factors which affect a young 
racing driver’s career, that is a very fine record. To deny that 
the achievement of a Grovewood Award has been a factor in 
the success of each of these 23 drivers is to decry a system which 
has the laudable purpose of promoting home racing talent. Yet, 
in some quarters of motor racing’s most cynical core, this 
frustrating habit is maddeningly fashionable. 

_ We should listen to the judges, therefore, when they offer 
their opinion that Bruce Allison will soon be driving in Grandes 
Epreuves by declaring him the winner of the top Grovewood 
Award for 1977. Allison has shown prodigious talent this season 
at the wheel of an under-financed Formula 5000 car pitted 
against Formula 1 machinery, and thus fulfils every qualifica- 
tion to receive the £1000 prize and, more importantly, the 
publicity which goes with it. After a while, though, the order of 
the Awards becomes unimportant, and Allison, South and 
Bullman will be remembered simply as past Grovewood Award 
winners. We offer our congratulations to them and to Leslie 
and Mansell, both of whom remain eligible for full Awards in 


the years to come. 


cover picture 


The factory Porsche Group 5 team had to rely on several private 
entries to secure maximum points in the World Championship of 
Makes last season. Among the many privately run 935 models 
was this Max Moritz prepared Jagermeister car, driven by 
Manfred Schurti/Edgar Déren to second place at Brands Hatch. 
Photo: Jeff Bloxham. Sports car review: page 22. 
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Nilsson: Ambrosio 
Racing number one 


On Monday morning, a new Formula 1 
team came into being: Ambrosio Rac- 
ing. The new company is based in a 
14,000 cubic feet factory in Milton 
Keynes, and all the key personnel are 
ex-Shadow men—with the exception of 
the number one driver, Gunnar 
Nilsson. 

Several weeks ago, we mentioned 
that there was considerable speculation 
that a ‘breakaway group’ at Shadow 
were setting up on their own, and this is 
what has happened. Alan Rees, Jackie 
Oliver, Tony Southgate, Pete Kerr and 
Dave Wass are all part of the new set- 
up, and some of the mechanics have 
transferred as well. 

On Monday afternoon, we spoke 


Gunnar—settled at last. 


with Alan Rees about the new venture. 
“This week we’re just equipping the 
factory,” he said, “‘before the real work 
starts. We’re starting from scratch, but 
we quite seriously intend to have two 
new cars on the grid at Kyalami. I know 
everyone will laugh at that, but that’s 
our aim. Our drivers will be Nilsson and 
Riccardo Patrese. As yet, we don’t 
even have a name for the cars, so we’ll 
have to think of something as we go 
along.”’ 

Initial backing for the new company 
has come from Franco Ambrosio, but 
Rees said that they would require fur- 
ther sponsorship in order to undertake 
a full Formula 1 programme next year. 
Negotiations were in hand, however, 
and he was sure there would be no 
problems in that direction. 

Would the team consider running 
Nilsson and Patrese in other cars until 
the new ones are ready? “‘Yes, it’s quite 
possible,” said Alan, ‘“‘but we haven’t 
sorted anything out yet.’’ We are told 
that, in fact, attempts were made to 
hire BS Fabrications’ two McLaren 
M23s far the early races, but they were 
not available. Brett Lunger is apparent- 
ly to continue with the Luton-based 
team. 

Meanwhile, it is clear that Don Ni- 
chols is determined to continue in 
Grand Prix racing next year. Shadow 
Cars, of course, is a member of the 
FICA, and the Southgate-designed 
DN9Qs are almost ready to run. Nichols 
will definitely retain the backing of 


Tabatip, and Hans Stiick will lead the 


team. The name of Hans Binder has 
been mentioned as a possible number 
two. 


Frenchmen for Theodore? 


We are told that this deal applies only 
for the first three races. We were un- 
able to contact Gérard Larrousse at the 


Further to our story last week that 
Masahiro Hasemi would drive the new 
Theodore Formula 1 car in the early 
Grand Prix races next year, we now 
also hear that the driver could be none 
other than Jean-Pierre Jabouille! 


beginning of the week, but the rumour, 
if true, would suggest that Renault are 
giving the first three races a miss. 

Jabouille, it is said, will then return 
to his customary seat, and the car will 
then be driven for the rest of the year 
by Michel Leclere—with the help of 
Elf. 

There again, another source tells us 
that Ian Scheckter will race the car... . 


No racing 


plans 


for F1 Chevron 


After Bruce Allison had received the 
premier Grovewood Award on Monday 
evening, we heard a buzz that the 
Australian might be seen in the Chev- 
ron Formula 1 car next year, but the 
Bolton company’s Dave Wilson was 
quick to refute the story. 

“There’s no way,” he said. ““There’s 
no point in my denying that we do have 
a F1 chassis here. I think that’s more or 
less common knowledge now. But at 
the moment it is strictly an experimen- 
tal exercise, very much the personal 
project of Derek Bennett. The car is far 
from finished at present, and will prob- 
ably be ready in the spring sometime. 
Derek will then test it himself, evaluate 
it and make a decision from there. At 
the moment, there are absolutely no 
pians to run it for anyone. 

“Who knows, we might possibly 
make one or two for people to use in 


the British F1/F2 races. But Derek is 
well aware that Formula 1 is a one-shot 
thing. You have to get it right first time. 
There have been all sorts of rumours 
that we were building the car for Trivel- 
lato and so on, but the only way we 
would ever contemplate Grand Prix 
racing would be with a works team, 
where we could choose the drivers. It 
may happen. one day.” 


Wilson went on to say that the com- 
pany is currently working hard on the 
new Ferrari-powered F2 cars for the 
Trivellato and Minardi teams, which 
will be raced next year by Elio de 
Angelis and Beppe Gabbiani. As these 
two teams are to be served by works 
Ferrari engines, Fiorano and all its 
facilities are available for the project, 


and a test programme was recently 
carried out there 


Divina’s 
Hesketh 


For some months now, it has seemed 
inevitable that Hesketh Racing would 
cease its Formula 1 activities this win- 
ter, but this is not to be the case, after 
all. 

We expect an announcement shortly 
to the effect that a single car will be run 
throughout the 1978 Grand Prix season, 
to be sponsored by Olympus Cameras 
and driven by Divina Galica, who, in 
fact, tested the car at Snetterton last 
Thursday. 

Divi has, of course, now completed 
two seasons of G8 racing with a Fl 
Surtees, latterly sponsored by Olym- 
pus. The last woman to tackle a full 
season of Grand Prix racing, of course, 
was Lella Lombardi, who drove a 
March throughout 1975. 


Kosset 


return 


Silverstone Circuits Ltd have released 
details this week of the Northampton- 
shire circuit’s programme in 1978. 

There will be no less than eight 
international meetings at Silverstone 
next year, the most important of which 
(to car enthusiasts) is the International 
Trophy, to be run on Sunday, March 
19. This will be the only non-champion- 
ship Formula 1 race next season. 

Kosset Carpets are again to sponsor 
the World Manufacturers’ Champion- 
ship race (May 14) and the Tourist 
Trophy will be run on September 17. 
The British round of the Trans-Europe 
G1 Saloon Car Championship will be 
run at Silverstone, and there are also 
two Formula 3 internationals on the 
calendar, scheduled for the two Bank 
Holiday Mondays, May 1 and August 
28. 

And then, of course, there is the 
USAC Championship race, which will 
take place on September 30. This, in 
our opinion, will be a day not to be 
missed. 

The country’s biggest motorcycle 
meeting of the year, the John Player 
British Grand Prix, is to be held over 
the weekend of August 5/6. They’ll take 
the Woodcote chicane out for that. If 
only they could forget to put it back 
again before the USAC brigade 
arrive. ... 

All in all, it’s a very impressive pro- 
gramme. If you want further details, a 
free 12-page booklet may be yours if 
yom send an sae to: The Booking Of- 

fice. Silverstone Circuits, Silverstone. 


Near Towcester. Nort 


Toronto 
GP axed 


As we went to press, sad news came im 
from Canada. The Toronto City Coun- 
cil has voted substantially against plans 
to run the Canadian Grend Prz 
through the streets of the city. The 
actual voting was 18-4. This is wery 
disappointing indeed, for until recently 
it was regarded as almost certaim thet 
the plans would be passed. 

With Mosport Park no longer accept 
able (on safety grounds) to the Grivwers. 
it looks doubtful that there will be = 
Canadian Grand Prix next year The 
one remaining possibility is 2 street 
circuit in Montreal. Labatt’s, the brew- 
ery which always backs the race. & very 
keen to have it run on a street circuit 
somewhere, but the original Montreal 
circuit plans (involving the Olympsc 
stadium) are not acceptable to them. es 
a rival brewery, Molson’s, ts involved 
with that. A different track, therefore. 
would have to be found. But there is 
still a certain amount of optimism in 
Canada. There exists between French- 
speaking Montreal and English-speak- 
ing Toronto a tremendous competitive- 
ness. The fact that Toronto has just 
rejected the idea might well encourage 
Montreal to step in. Let’s hope so. 


JYS tries 
a Ferrari 


Jackie Stewart’s Paul Ricard activities 
continue unabated. In addition to the 
Ligier and the McLaren M26, he has 
now driven both P34 and 008 Tyrrells, 
and this week he was due to have a run 
in a Ferrari 312T2 and a Brabham 
BT4S5. Many years ago, Jackie admitted 
to a secret wish to drive for Ferrari one 
day. That wish very nearly became 
reality in 1968, of course, but his only 
works drive for the Italian team was in a 
P4 sports car at the 1967 BOAC S500. 
Driving with Chris Amon, he finished 
second. 

This week, however, his wish should 
have been fulfilled. The purpose of 
Stewart’s recent track tests has been to 
provide material for a film made by Elf. 
All the revenue from the film is appar- 
ently to be given to charity. It is clear 
that Jackie has been thoroughly enjoy- 
ing himself, but he has been heard to 
say that the cars seemed very little 
different from 1973. He was, however, 
tremendously impressed by the smooth- 
ness of the Matra V12. 


Bullman 
goes F3 


Third place Grovewood Award winner, 
Phillip Bullman, is about to conclude a 
deal with March Engineering to run a 
783 next year. Bullman plans to do a 
full season of British F3 races, taking in 
both championships. and will run in as 


many European races as his commit- 
ments allow. He will continue to re- 

| cemwe spomsorshze from hs father’s 
Sheocare cogmpasy 


Lees—Ensign-DFV. 


Lees in 
Ensign 


Over the weekend we heard a story that 
Geoff Lees would be seen at the wheel 
of a Fl Ensign in next year’s Aurora 
F1/F2 series. The backing, we are told, 
is to come from a Midlands business- 
man who wishes to remain anonymous. 

Mo Nunn told us that he had been 
approached on this question. “This 
man wanted to buy Tambay’s car from 
us,” he said, “but we had to turn him 
down. For the moment we need that car 
as a spare. However, I’ve since heard 
that they’ve bought the Hoogenbooms’ 
car (the Boro, raced this year occasion- 
ally by Brian Henton), and they want us 
to go over it.” 


After a disappointing season in F3, - 


therefore, it could be that Lees’s spon- 
sorship problems are over. 


Carter's 
accident 


American USAC star Pancho Carter 
was the victim of a truly horrific acci- 
dent while testing the Lightning-Cos- 
worth DFX at Phoenix, Arizona, last 
Friday. 

This was the first test session Carter 
has had in the car which he was intend- 
ed to drive in next year’s USAC Cham- 
pionship. It seems that a driveshaft 
broke as the car was going through 
Turn 2, and the Lightning turned sharp 
left into the inside wall at very high 
speed. Before finally wedging itself be- 
neath the armco the car completely tore 


down six retaining posts. 
Carter, who remained conscious 
ut, was taken from_ the 


wrecked car to the Memorial Hospital 
in Phoenix, where he immediately un- 
derwent five hours of surgery. His con- 
dition was posted as ‘critical’. The most 
serious injury was a ruptured bladder 
which caused an immense amount of 
imternal bleeding, but the surgeons 
were able to sort that out, and his 
biggest problems now are innumerable 
fractures. Méiraculously, bearing in 
mind the nature of the accident, his legs 
were not broken, but his arms are in a 
wery bad state, and his pelvis is also 
broken. 

mow recovering well, is fully conscious 
end already talking of his return to 
raceme. He must stay in hospital for 
another couple of months or so. And 


then will follow 2 lengthy period of | 


Aurora to 
British F1 


At a function in London last week, it 
was announced that Aurora AFX is to 
sponsor next year’s British-based 
Formula 1 Championship, which re- 
places the 1976/77 ‘free formula’ series. 

Aurora have been involved in motor 
racing for some time, of couse, and this 
year have backed a series of awards 
designed to find the fastest man in 
Grand Prix racing; it was won by Mario 
Andretti. In addition, James Hunt has 
been personally involved with the com- 
pany for several years. 

The 13-race Aurora AFX Formula 1 
Championship will be run thus: 


Oulton Park (March 24), Brands Hatch (March 27), 


Snetterton (April 16), Mallory Park (May 1), Zand- | 


voort (May 15), Donington (May 21), Thruxton (May 
29), Oulton Park (June 24), Mallory Park (July 30), 
Brands Hatch (August 28), Thruxton (September 
10), Snetterton (September 24). One fixture has still 
to be arranged. 


The overali prize fund is just over 
£113,500, with £2000 going to the win- 
ner of each race (down to £200 for 10th 
place). The pole position man at each 


round wins £250 and 12 bottles of Moet. 


et Chandon champagne, and there are 
further end-of-season bonus awards for 
the two best-placed F1 and F2 cars. 

The championship is open only to 
cars complying with FIA Formula 1 and 
2 regulations, and national tyre regula- 
tions will apply to all cars. Points will be 
awarded to the top 10 finishers'in each 
round on a basis of 20-15-12-10-8-6-4-3- 
2-1, and two points will be awarded to 
the man who sets the fastest lap (some- 
thing we would like to see returned to 
Grand Prix racing). Each competitor’s 
best ten results will count. 


back 
series 


Compared with last season’s Shell- 
Sport series, the optimum race distance 
for each event has been increased, and 
will be 50 laps or 100 miles, whichever 
is the longer. To qualify for each race, 
cars must turn in a practice lap within 
110 per cent of the average of the three 
fastest qualifiers—and Peter Browning 
tells us that this will be rigidly enforced. 
Quite right, too. 

One of the Aurora press releases 
contains a quote from Barry Sheene, 
who says he may well make his four- 
wheeled debut in the series. We ru- 
moured the story some weeks ago, and 
hope it comes off—but we wonder if 
Barry will be eligible. According to the 
regulations, all drivers must be in pos- 
session of a current RAC of FIA Inter- 
national Licence. .. . 

AUTOSPORT is very enthusiastic about 
this new championship, and welcome 
Aurora’s arrival as a major motor rac- 
ing sponsor. Thanks to the inclusion of 
the series at ‘B’ level in the new FIA 
licensing system, we anticipate that it 
will be very well supported, and look 
forward to several new team announce- 
ments said to be just around the corner. 


@ Berwick Timpo, the company which 
is promoting the Aurora AFX slot rac- 
ing kits by means of its sponsorship of 
next year’s ‘Group 8’ series, is taking it 
very seriously indeed. Promotional 
plans include television advertising next 
year, and the ratio between the promo- 
tional budget for the series and the 
sponsorship backing itself is in the re- 
gion of two to one. . . 


eee: 


John Player GP: 
standing room only! 


If you were thinking of buying grand- 
stand seats for next year’s John Player 
British Grand Prix at Brands Hatch, 
then we have to tell you that your 
chances don’t look too good. 

Believe it or- not, all 13,500 advance 
booking grandstand seats have now 
been sold—eight months before the 
race! A further 1,400 seats are being 


held for sale on race day only on a first- 
come-first-served basis. As well as 
those, Brands Hatch are trying hard to 
hire additional stands, so you may yet 
avoid being disappointed. 

Standing tickets (£5 now as opposed 
to £6 at race time) are also going well, 
and total bookings now approach 
£150,000. 


Graham Hill dinner 
a great success 


Last Wednesday evening saw a really 
splendid Gala Dinner at the Guildhall, 
scene of the presentation, to Bette Hill, 
of a cheque for more than £110,000. 
The money, which was accepted by 
Bette on behalf of the Royal National 


Orthopaedic Hospital, has been raised: 


by the Graham Hill Appeal fund over 
the past 18 months, and will be used to 
build and fund a rehabilitation centre at 
the hospital, in which Graham recov- 
ered after his 1969 Watkins Glen 
accident. 

Inevitably, it was a poignant evening, 
two years almost to the day since Gra- 
ham. Tony Brise and other members of 


ticularly those of Stuart Turner and, of 
course, Peter Ustinov. Turner was in 
particularly good form, causing Ustinov 
to comment that never in his life had he 
had to follow such a high standard of 
public speaking. Very much the sort of 
evening Graham would have loved. 


Among the guests were HRH Prince 
Michael of Kent, Lord Montagu (the 


fund chairman) and many other emi- 


nent motoring personalities, including 
Stirling Moss. It was nice to see David 
Purley back in circulation, and he 
seemed very cheerful indeed. 


_We would like to take this oppor- 
unity of peace es < tg 40 con- 
cted with the organisati n of the fund 


Dougall—straight into F2. 


Dougall’s 
F2 Marc 


It is believed that the Toleman Group, 
which has sponsored Rad Dougall in 
FF2000 this year, is to back the South 
African in a full season of Formula 2 in 
1978. 

Further details are not confirmed at 
present, but we are told that Dougall 
will drive, predictably, a March-BMW 
782. 


Ensign 
F1 plans 


Little has been heard recently about the 
Ensign team’s plans for 1978. There 
have been rumours that Brett Lunger 
would renta-drive the team’s second car 
next year, but this is not to be. 

“We had a lot of talks with Brett, 
said Mo Nunn at the beginning of the 
week, “‘but we’ve had no contact with 
him for a month or more now. We 
thought we’d done a deal with him, but 
then he said he had to go and speak to 
another team. I didn’t really reckon 
that, after all our discussions, and I told 
him we either did a deal there and then 
or not at all. So you can say it’s ‘not at 
ali?,”” 

At the end of this year’s F1 season. 
Nunn had high hopes of a Mariboro- 
sponsored two-car team for 1978, with 


_Clay Regazzoni and Bruno Giacomelii. 


“I don’t really know where we are with 
that,’ he said. “I’m still waiting for 2 
definite answer one way or the other 
from Marlboro, but I think Brio 
wants to drive for ATS. 

“There are a couple of. other poss- 
bilities. We’ve been talking to Row 
Dennis about running Eddie Cheever & 
the second car, and we’ve also had 
some contact with Elf about Miche 
Leclere. But nothing is certain as yet 
apart from the fact that Clay is defimate- 
ly staying, and so are Tissot. At i 
moment we’re updating the cars, fittime 
them with new bodywork and so on. A® 
being well, we’ll have a completely sew 
car running by half-season next year — 


Alo’s TS19 


Alo Lawler, who campaigned a BDX- 
engined Lola T462 in last seasons 
ShellSport Group 8 series, has brought 
Divina Galica’s Surtees TS19. The Lan- 
cashire based Irishman will race f m 
next season’s Ausorez AFX Formula i 
Crhamnoocwsm® 


a 


superb display at 
Jochen Rindt Show 


A visit to the 10th Annual Jochen Rindt 
Show could not leave a visitor anything 
else but impressed. The obvious wealth 
and health of the German motor sport- 
ing industry had laid on a show larger 
than even our own recent Motorfair. 

The north German town of Essen 
played host to over 150 exhibitors in a 
complex of 12 big halls in the town’s 
fairground park. The whole of German 
motor racing seemed to be there, spon- 
sors obviously not wanting to miss the 
possibility of appearing before TV cam- 
eras and the expected 200,000 visitors. 
Many F1 stars, too, put in an 
appearance. 

The sheer volume of sporting heavy 
metal, finished as most of them were, in 
staggeringly aggressive colours, was al- 
most overpowering. Racing cars are 
generally out of their element at indoor 


shows—stationary, driverless and si- 
lent, but when a row of six Turbo 
Porsches are flanked by ten of the kind 
of Supersaloons found in Germany to- 
day, it is an astonishing sight. 

This was a show that covered every 
aspect of automotive enthusiasm and 
sport. Bikers, slot car freaks, drag fans, 
rally enthusiasts and purists had their 
team cars, champions, clubs and spon- 
sors all at. hand. 

Most major German manufacturers 
or importers had taken the opportunity 
to kick sand in the face of their rivals 
with spectacular presentations. There 
was, however, a distinct lack of pure 
race car manufacturers and just a cou- 
ple of new cars. 

That VW-Audi have become Ger- 
many’s number one sports enthusiast 
manufacturer is obvious. More than ten 


At the Jochen Rindt Show in Essen last week were Dagmar Winkler (Miss Germany 


1977), Rolf Stommelen, James Hunt and, of course, Nina Rindt. 


team organisations and tuning establis- 
ments showed this range of cars in 
every type of competition guise. And 
beautiful they are too, the gold and 
black Turbo Polos and Group 5 Sciroc- 
cos in four shades of green. New Super- 
vee cars at the show were shown by 
Veemax, Lola, March and Kaimann 
(finished in British Racing Green!) and 
in the wings, Chevron, Ralt and Crosslé 
are known to be preparing cars. 
Perhaps bad planning could describe 
the placing of Ford Germany just across 
the way from BMW Motorsport. Both 
for colour and excitement, they seemed 
to draw more attention than the ten 


Formula 1 cars on display close by. The. 


F1 cars really did look as though they’d 
had a hard season of race car shows— 
shabby, dusty and flat-tyred. 

On the other hand, Ford had Walde- 
gaard’s RAC-winning Escort and Zak- 
speed’s Group Two car complementing 
a full range of X-Packs, all in fabulous 
colour combinations. BMW’s suave 
snow white presentation showed class 
with Giacomelli’s Formula 2 March, the 
Junior Team’s 320i and fierce Five and 
Seven Series models. The battle for the 
limelight was refereed by Porsche’s ulti- 
mate muscle car—the Martini 935 
Turbo. 

Porsche and Opel left their presenta- 
tions in the hands of their customers. 
There must have been all of ten 935s 
lurking around the place (six on one 
stand!) and Opel’s styling and paint 
designs are so striking that much atten- 
tion is paid to them by customising 
buffs; all deft touches of silver and 
white. Again quite magnificent. Also 
claiming attention were three classic 
Mercedes from AMG—matt black 
trimmings on eight inch rims! 

And so it went on. There were so 
many fascinating displays that one 
could not help but reflect upon the 
effect on British motor sport if just a 
fraction of the budgets obviously avail- 
able in Germany were to be made 
available here. 


Lotus 79 
at Ricard 


‘ Due to be launched at Paul Ricard — 


next Monday is the John Player Lotus 
79. As we went to press, the mechanics 
were working flat out to get it finished 
in time. The team is also to take two 78s 
down there, one of them fitted with the 
Getrag gearbox, and Mario Andretti is 
due to arrive in Europe at the weekend. 


saa Ea pit & paddock 


Briefly lak 


@ Valentino Musetti, who was a lead- 
ing contender for last season’s Shell 
Sport International Group 8 title withs 
3.4-litre Ford V6-engined March 751_ 
plans to campaign the same car in next 
year’s Aurora AFX series, but fitted 
with a Ford-Cosworth DFV F1 engine 
Brian Morris, who runs Tony Trim- 
mer’s championship-winning Melches- 
ter Racing Surtees TS19 (track tested 
next week), has also confirmed that TT 
will be running the same chassis next 
year. 


@ Bruce Allison’s Formula 5000 Chev- 
ron B37 appeared at the Grovewood 
Awards function at the beginning of 
this week in the livery of Trans-Austra- 
lia Airlines, the government-owned air- 
line which is helping Allison with his 
Rothmans series programme early in 
the New Year. Allison will be using a 
Nicholson-Chevrolet engine for the 
Australian series. 


@ Last Saturday, at his own Speed 
Show in Vienna, Niki Lauda received 
his second Alfred Neibauer Trophy, an 
annual award made to each World 
Champion by Mercedes Benz. We were 
amused to note that the German com- 
pany’s press release contains a some- 
what exaggerated account of their suc- 
cessful return to racing at Reims in 
1954, claiming that the silver cars fin- 
ished 1-2-3-4. Only three were entered, 
and one of them retired! Mind you, the 
other two did finish first and 
second... . : 


@ Last Thursday Jody Scheckter re- 
ceived the South African Sportsman of 
the Year Award. at a function in Johan- 
nesburg. This is the first time a racing 
driver has ever been chosen for the 
award, 


@ Dan Gurney’s USAC Eagle team is 
to be sponsored next year by Arco 
Petroleum. 


@ After looking for suitable accommo- 
dation in Monte Carlo, Gilles Villen- 
euve has finally moved into a villa in 
Cannes—in the same street as one of 
Walter Wolf’s many homes. 


@ A late addition to the immensely 
successful Graham Hill Appeal fund 
total of £110,000 plus was made by the 
Dog House Owners Club, which raised 
£5000 at its recent Dog House Ball. A 
leading member of the committee of 
the club—formed for the benefit of 
racing drivers’ wives—is Eba Grant, 
widow of the founder of AUTOSPORT. 


OH DEAR, OHDEAR, THE BARC DIN 


DANCE, THE BRSCC BALL, THE BRDC... 


a 


-» BALL, THE DOG HOUSE BALL , THE ) 


CLUBMANS BALL, | DOHATE THISTIME 
OF THE YEAR, ITS DUST... 


A LOAD OF BALLS! 
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A happy quintet: left to right, David Leslie, Stephen South, Bruce Allison, Philip Bullman, Nigel Mansell. 


BRUCE ALLISON 


| The winner of the top Grovewood 

| Award of £1000 is 24 years old (born 

| July 5, 1953) and currently lives in 

| London. He was born in Brisbane, 

| Australia, where his parents, brother 
and sister still live, and has been a 

| full-time racing driver since the end of 
1975. 

Bruce’s enthusiasm for motor rac- 
ing began when he went to the Lake- 
side circuit, in his home state of 
Queensland, to watch the Tasman 
races when Jackie Stewart and Gra- 
ham Hill were competing. He made 
his own racing debut in a Ford Escort 
TC at Lakeside in 1970, and recalls it 
vividly because in his first heat. he 
spun so many times he lost count! 
Although very proficient at football 
under Australian rules—he played for 
his state—he opted for motor racing 
because he thought the ball game too 
@angerous, and about halfway 
through 1971 his father bought him a 
Formula Ford Elfin with which he had 
mixed success. 

In 1972 he acquired an F2 Elfin 
which brought better results—‘‘but 
only through bravery, because I didn’t 
know about setting up a car.” The 


following year he drove a new Bowin 
P6, but this resulted in a wasted 
season in Australian F2 and he finally 
wrote it off in a spectacular 100mph- 
plus crash at Surfers Paradise. For 
1974 he had a Birrana 274—“‘a really 
fantastic car’’—with which he won 
several races. Up until 1975, Bruce’s 
racing had been backed by his father, 
who ran a successful toy and hobby 
retail business. However, the business 
was then sold, and Allison was given 
the choice of carrying on in it, or 
embarking on a motor racing career 
on his own. He chose the latter, of 
course, and for the 1975 season 
moved up to Formula 5000 in Austra- 
lia, driving a Lola T332. He usually 
won if the car stayed together, and 
finished third in the championship. 

The next year he continued in 
Formula 5000 and took three pole 
positions in the short four-race series, 
but a trip to the USA proved djsap- 
pointing and he says he should have 
taken his father’s advice and come to 
Britain then. 

This he did this year, originally 
planning to run in Formula 2 with a 
Ralt, but the deal fell through and so 
he turned to the Group 8 ShellSport 
series with the Chevron B37, which he 


-bought from Team VDS after selling 


many of his personal possessions and 


the Lola, the engines of which went to ’ 


Frank Gardner for his Corvair. 

He arrived in England with the 
chassis and one engine, accompanied 
by his girlfriend Margaret; the only 
cash he had in hand covered the fare 
‘home, but he was fortunate in that 
several people stepped in to help. 
Initially, the pair stayed with Alan 
and Beverley Jones, Alan Smith re- 


built his Chevrolet engine, and Sid 


Taylor loaned him a transporter. 
Bruce worked hard on the car to 
prepare it for the second round of the 
Group 8 series at Snetterton. He had 
never seen a British circuit before, 
and had never driven the car even in 
testing, but he immediately showed a 
sure measure of talent: he can learn 
circuits very quickly indeed. He quali- 
fied well up the grid despite missing 
the first session because he was still 
preparing the car, and running the 
second session without a rev counter. 
He spun out of, that race, but two 
second places over Easter and a third 
in the fifth round at Mallory earned 
him some money and real determina- 
tion, too, with which to see the G8 
season out. 

However, things did not go well 
mid-season for Bruce, and he simply 


ran out of cash. Fortunately, David 
Clark Cars persevered with their help, 
and then John Macdonald offered to 
race-prepare Bruce’s B37 alongside 
Guy Edwards’s March; thanks to this 
generous assistance Allison carried on 
to the end of the season, working for 
Macdonald as a means Of paying his 
debt to the RAM team. 

He never won a race, but the Chev- 
ron was very easily the fastest of the 
pukka FS000 cars, and Bruce took 
three pole Positions with it on his way — 
to fifth place in the championship 
table, despite missing six of the 14 
rounds. “I would have liked to have 
done all the rounds,” he says, ‘“‘but I 
didn’t have enough money. All the 
same, it has been a terrific season, 
and I really didn’t expect to win the 
Grovewood Award at the end of it. 
I’m not British, after all, so to me it 
came as a real surprise. I hope I can 
repay the confidence the panel has 
shown in me.”’ 

Bruce shortly returns home to Aus- 
tralia for the four-race Rothmans se- 
ries, but will be back next season. His 
plans are not yet certain, but his name 
has been linked with a Formula 2 ride 
and also with a drive in the newly 
announced Aurora AFX Formula 1 
series. 


STEPHEN SOUTH 


The winner of the second Grovewood 
Award of £500 is 25 (born February 
19, 1952) and lives at Harrow Weald 
in Middlesex. He works as a-manager 
in the family engineering business, 
which is based in North London. His 
entry into four-wheel competition be- 
gan in 1963 when, as an 11-year-old, 
he started karting. He became promi- 
nent in this competitive scene and was 
a British champion in 1968 and 1969. 
His karting career finished in 1971, 
and the following year he turned to 
motor racing in Formula Ford, driving 
a Palliser. 

His first car race was at Brands 
Hatch, and he confesses he remem- 
bers little about it. He had three 
seasons in Formula Ford, the last two 
driving a Ray. In 1973 he had three 
victories and in 1974 won 11 races to 
come second in the 
championship. 

Having served his ‘apprenticeship’ 
in Formula Ford, he moved up to 
Formula 3 in 1975. His first F3 car was 
a Ray, which he wrote off in an 
accident at Silverstone halfway 
through the season and could not 
afford to repair. Then a friend came 
to the rescue with a March 753, which 
he looked after in return for a few 
drives in it. It was not an outstand- 
ingly successful season, but the pros- 
pects looked better for 1976 when he 


PHILIP BULLMAN 


The winner of the third Grovewood 
Award of £300, Philip is 22 (born May 
13, 1955) and lives at Kelvedon 
Hatch, Brentwood, Essex. He is a 
director in his father’s ship-chandlery 
business near the East London docks, 
having joined the firm when he left 
school at 17. 

Following a course at the Jim Rus- 
sell Racing School, he was completely 
hooked on motor racing. In 1975 he 
had five races with the school and won 
four of them, and during the winter of 
that year took further instruction with 
the Brands Hatch Racing school, win- 
ming an Escort race with them. His 
racing career proper began last year in 
Formula Ford with 2 Crossié 30F . and 
mm Ses Gebet at Brands Hatch he 


BOC . 


acquired a new March 763, but the car 
was delivered late and he had an 
accident jin his first outing which da- 
maged the monocoque. Despite these 
problems he finished fourth in the BP 
championship. Despite being disas- 
trously short of funds, Stephen opted 
for another year in F3 in 1977, and 
was grateful when Alan Docking 
stepped in with gratefully received 
preparation help. Soon after, South’s 


Docking-run March attracted spon-. 
sorship from BP, but early on Stephen 


was involved ‘in a controversial dis- 
qualification at Silverstone, when one 
side of the rear wing was found to be 
fractionally too high. It was not until 
October that the decision was re- 
versed after two appeals. 

In the British Grand Prix meeting 
at Silverstone he was involved in a 
spectacular accident with Derek Daly, 
when his March was a complete write- 
off. It was a major setback, but with 
the insurance money and help from 
March Engineering he managed to get 
virtually a new car. During the year 
he had six victories in F3, finished 
second in the BP championship, and 
won the Vandervell title. 

In his first Formula 2 race, in Japan 
recently driving a locally owned 


March 722, he come seventh and says. 


that this certainly gave him a taste for 
a more senior formula. Next season 
he is hoping to do a full programme in 
Formula 2, although he has not been 
able to finalise this hope. 


finished 10th after being punted off at 
the start. He kept this car until mid- 
season, when he changed to a Hawke 
DL15, which gave him several useful 
placings including victories in three of 
his last four races of the season. 

This year he drove in Formula Ford 
2000 with his Shipcare-backed Hawke 
DL16 development car, eventually 
winning four races in succession. His 
total of wins for 1977 was seven. He 
was third in the BAF championship 
and fourth in the Lord’s Taverners 
series, and took the FF2000 lap record 
for the Brands Hatch GP circuit—he 
was the first driver to beat the 100mph 
barrier in FF2000. At the Thruxton 
meeting in October he made his F3 
debut in a March 773, when he fin- 
ished cighth, and will be doing F3 
mext season with a works-run March 
(see Pit & Paddock) 


David, who receives one of the £100 
Special Commendations, is 24 (born 
November 9, 1953 at Dumfries, Scot- 
land) and lives in Carlisle, where he is 
car hire manager in his father’s 
business. 

He was only 12 years old when he 
followed his father’s successful kart- 
ing career. He was second in the 
British championship in 1970 and 
took the Scottish championship five 
times. In 1973 he won the 210 class of 
the World Cup at Morecambe, and 
last year raced to victory in the 210 
European Championship at Oulton 
Park. He still likes to race karts occa- 
sionally as a means of keeping fit. 

He turned to motor racing in 1976, 
driving a seven-year-old Crosslé in 
Formula Ford, and in his first race at 
Croft finished sixth. Later that year 
he had a dramatic upside-down acci- 
dent at Croft, but both driver and car 
were repaired and by the end of the 
year Leslie was second in the Dunlop 
Star of Tomorrow Championship and 
also in the Tate of Leeds series. 


NIGEL MANSELL 


Nigel, the recipient of the other Spe- 
cial Commendation, is 24 (born Au- 
gust 8, 1953) and lives at Olton, 
Birmingham. He was born at Upton- 
on-Severn, and served an engineering 
apprenticeship with Lucas Aerospace, 
finishing a six-year course with a 
full technical certificate in hydro- 
mechanical engineering. 

His early competition experience 
was in karting, but he finally decided 
to give that up to try something big- 
ger. When he was married just over 
two years ago, he and his wife 
Rosanne planned a shoestring entry 
into Formula Ford. He gave up his 
‘job (as a senior sales engineer with 
Girling) last May to devote all his 
time to the project. 

His car racing debut was at Mallory 
Park in June last year, when he wona 
non-championship consolation race 
driving a Hawke DL11. He could 
afford to enter only 11 races that 
season, but won five of them. He then 
had to sell the Hawke to pay off his 
debts. This year he began driving a 
Javelin, but soon changed to a Crosslé 
25F. His plans met a reverse in June 


In March this year he took delivery 
of a Royale RP24 and in his first 
outing with the car at Brands Hatch 
came second. He has had 30 victories 
during the season, won the BARC 
Formula Ford Championship, came 
third in the Townsend Thoresen series 
and finished a fine second in the 
Formula Ford Festival at Brands 
Hatch. 3 

Leslie wants to rise to the top in 
motor racing, but at present is trying 
to put together a deal in either FF1600 
or FF2000—he does not have enough 
money to tackle Formula 3 in 1978. 


when he had a serious accident at 
Brands Hatch, breaking his neck; 
within five weeks he was racing again, 
wearing a special collar, which he still 
continues to wear when in the cock- 
pit. On his return he drove a Crosslé 
32F, and out of some 40 races (includ- 
ing heats) he has scored 27 wins. He 
was the winner of the Silyerstone- 
based Brush Fusegear Formula Ford 
Championship. 

He has also had four outings in 
Formula 3, once in a Puma and the 
other times in the works-development 
Lola. His best F3 result was 4th at 
Silverstone, and he was fifth in the 
end-of-season meeting at Thruxton. 
Nigel is also hoping to get an F3 deal 
together for 1978. 


Grovewood Award 
winners 1963-76 — 


First 

Richard Attwood 
Roger Mac 
Piers Courage 
Chris Lambert 
Alan Rollinson 
Tim Schenken 
Mike Walker 
Colin Vanderveil 
Roger Williamson 
David Morgan 
Tom Pryce 

Bob Evans 
Brian Henton 
Tiff Needell 


Special Commendations 


Second 
Tony Hegbourne 
Boley Pittard 
Tony Dean 

~ Jackie Oliver 
Derek Bell 
Chris Craft 
James Hunt 
Mike Beuttler 
Vern Schuppan 
John Watson 
Tony Brise 
Richard Morgan 
Geoff Lees 
Rupert Keegan 


Third 

Brian Hart 
Chris Irwin 
John Miles 
Brian Redman 
Peter Gaydon 
Roger Enever 
Tony Trimmer 
Tim Goss 

Ray Mallock 
lan Taylor 
Donald MacLeod 
Alan Jones 
Larry Perkins 
Derek Warwick 


Tony Brise and Bernard Vermilio 
Derek Lawrence and Bob Arnott 
Geoff Frisweil and Russell Wood 
Jim Crawford and Stuart Graham 
Tiff Needell and Jock Robertson 


Divina Galica and Nick Adams 


1977 Judging Panel 


Sue Baker 
Ray Hutton 


Motoring Correspondent 


Editor 
Editor 
Editor 
Editor 


the editor is not bound to agree with readers’ opinions am eeadiiinn at EG 


Another supercar? 


I refer to your article (Nov 24) entitled The 
Ultimate Supercar. I was very surprised that, 
when comparing it with the other ‘Supercars’, 

only the Ferrari Boxer and the Porsche Turbo 
were mentioned. The Maserati Bora was not 
mentioned at all, yet this car would fall into a 
direct comparison with the Boxer and the 
Countach, having very similar performance 
details and configuration. 

I find it even more surprising that the Bora 
was not mentioned because your own John 
Bolster tested the Bora in your edition of June 
14, 1973, and among other things in that report 
said: ‘““This Maserati is much more than a 
millionaire’s toy, and I would be delighted to 
use it year in, year out as my sole means of 
transport .. . the sheer joy of putting 310bhp 
onto the road without wasting any of it, of 
flicking the car through curves at three-figure 
speeds with that sensitive little steering wheel 
playing in the hands, and feeling the torque of 
that silken smooth engine from 1000 to 
6000rpm, all these are things which the average 
driver will never experience, but they are what 
real motoring is all about.”’ 

I feel that this sums up the car, and obviously 
Bolster considered it to be one of the 
‘Supercars’. ‘ 

MICHAEL J. MILES 


ANDOVER, HANTS. Secretary, Maserati Club 


Non-skidding 


The pictures of Waldegaard dropping one 
wheel over the edge in Portugal were impres- 
sive, but I believe I have found the key to his 
success—Kempshail tyres. As can be seen from 
the advertisement, which was published in 
Country Life in 1910, by using Kempshail non- 
skid or anti-skid tyres (‘‘The only tyres which 
have gained The Royal Automobile Club Certi- 
ficate for Non-Skidding’’) it is quite possible to 
get away with such daring feats of driving. 

Could Waldegaard have abandoned his Dun- 
lops for this event, and used Kempshails 
instead? 


ORPINGTON, KENT. DAVID TOMLINSON 


Shades of Portugal. . . . 


Show ’em next year 


So Ford have won the RAC Rally for the sixth 
consecutive time, and finished third, fourth and 
fifth. Fantastic, we all agree—but is it? 

Does it really matter? Do these results mean 
any more than Fiat or Lancia winning the San 
Remo, Saab the Swedish, or an Irishman win- 
ning the Ulster Rally? No-one is surprised; one 
would be more surprised if this didn’t happen. 

Would it not have been really great if Ford 
had won in Canada or New Zealand on neutral 
territory, or beaten the enemy in front of its 
home crowd in San Remo? 

Why didn’t this happen? Bad luck one could 
Say. 

There is no such thing as bad luck, in my 
experience, there is always a reason for failure 
no matter how obscure it may be. 


It wasn’t because of the driver’s ability and | 


effort, or that the mechanics didn’t prepare the 
cars properly, or lack of good organisation from 
Peter Ashcroft, Charles Reynolds or Alan Wil- 
kinson. Perhaps the answer lies higher up the 
ladders of Ford management? 

Wouldn’t it be good if Boreham were to be 
given enough money to go world rallying prop- 
erly, instead of scrimping and scraping and half- 
doing events. Britain has little enough to be 
proud of at present, and lack of support for 
potential success is one of the reasons. 

How about it, Walter Hayes, how about it 
Detroit? Give Boreham a chance to claim the 
world title in 1978. Give its many supporters 
something to be really proud of next year. 
FARMINGTON, CONN, USA 

BEATTY CRAWFORD 


Invaluable help 


Having just received all the signing-on sheets 
from the 1977 Rally, I find that a total of no 
fewer than 7,550 marshals signed-on for this 
year’s event. This vast army of officials carried 
out numerous duties in all the weather condi- 
tions that the British climate can offer in 
November. I would like to thank each and 
every one of them for their invaluable help and 
assistance in making this event one of the most 
successful. 

Although it is impossible to single out the 
work of any particular officials, I feel that I 
must specially thank all those who had the 
difficult job of controlling the vast number of 
spectators watching the Rally. It was very 
pleasing to hear from competitors that there 
were no undue problems with spectators on this 
year’s event. 

D. H. DELAMONT 
Clerk of the Course 


LONDON SW1 Lombard RAC Rally 


Money talks 


Being a Lotus fan, I am disgruntled to hear that 
Ronnie Peterson will be driving for the team 
next year. 

I remember 1976 (which Lotus fan cannot?) 
when their number 1 driver decided that 
enough was enough, having lost faith altogether 
with his team and car. 

After his departure, the then Lotus protégés 
fought (literally!) their vehicles on to the grid, 
always giving their most. Evans was replaced, 
but Nilsson continued, with experienced help 
from Andretti, to develop the car, which 
though proved unreliable, did eventually win. 

This year, the car was good, so was the team, 
and its drivers. Results came, and by the Dutch 
Grand Prix things were also looking bright for 
1978. In fact, Colin Chapman stated. on the 
racgen that h= wes keen ta keen Noelccnn 


Then something went wrong—we are yet 
be told what—and Nilsson was looking else 
where for employment, while Andretti 
contemplated a change. 

Andretti decided to stay (he was prob: 
expecting Nilsson to stay), but rumour 
round that money was short, and thus a ‘rents 
drive’ was available. Now Peterson’s sponse 
have afforded a drive in a provenly competity 
car, developed by the two drivers who are yet 
reap its absolute rewards. 

Admittedly, Peterson is a good driver, but 1 
don’t see why he should be given the drive 
betrayed two years ago simply because he couls 
raise the cash. 

Surely, Formula 1 is not becoming a “firs 
with the money, first served’ class, like all the 
lesser formulae? If it is, then our sport is in 
mess. 


FOREST Row, SUSSEX I. M. RUMENS 


Radnor again 


I write with regard to Mr M. J. Menhenitt’s 
letter in last week’s AUTOSPORT magazine. 
concerning the spectator arrangements for the 
Radnor stage on this year’s RAC Rally. 

It would seem that neither the RAC nor the 
Forestry Commission will ever learn. On last 
year’s event I was subjected to exactly the same 
treatment as Mr Menhenitt on this year’s. 
namely, no marshals responsible for directing 
traffic, no directions to the stage for the specta- 
tors and no one to supervise parking. The 
result, as you may imagine, was absolute chaos. 
many people just leaving their cars and walking 
aimlessly into the forest. 

It seems from Mr Menhenitt’s letter that the 
situation still persists and it must surely be time 
for the RAC seriously to reconsider using 
Radnor as a spectator stage in 1978, or to 
replace the present organising club with a team 
who are a little bit interested in Joe Public. I 
spent five days watching this year’s event, but 
thankfully did not attend Radnor; once bitten. 
twice shy, perhaps. 


SHIPSTON-ON-STOUR ROGER HART 


Then as now? 


A quarter of a century ago this week, 
(AUTOSPORT, December 5, 1952) we pub- 
lished the first picture of Mike Hawthorn in 
a Formula 2 Ferrari at the company’s Mo- 
dena factory. This marked the Briton’s sign- 
ing with the works team for 1953. In fact 
Ferrari had decided to run two Grand Prix 
and sports-car teams the following year, the 
‘first team’ comprising Alberto Ascari, 
‘Nino’ Farina and ‘Gigi’ Villoresi with able 
backing from Hawthorn, sports-car ace 
Paolo Marzotto and motor-cyclist Umberto 
Masetti in the ‘junior team’ machines. AF 
though the 500cc International Formula 3 
category had been going strong for three 
years the British manufacturers, notably 
Cooper, Kieft and Erskine-Staride, had had 
very little competition from overseas. Eves, 
when the British cars ventured abroad they 

dominated proceedings but, happily, inter- 

est was growing in the formula, especially in 

Scandinavia. Their most successful chassis. 

the Effyh, was produced by the Hakonssan 

brothers (the prototype appearing way back 

in 1948) and went well in the hands of 

Hansen and Johnson, particularly in local 

‘dirt track’ events but also at the Avusren- 

nen in 1951. A most interesting advertise- 

ment appeared in the classifieds that week, 

reading as follows: ‘For Sale, Cooper 500 

MkYV, less engine but with Norton gearbox 

and engine mountings, completely resprayed 

B.R. Green, excellent conditiom. £335. Also 

trailer £18. Tyrrell, Guildfoed 2517" 


special stage 


iat and Lancia a toceter for 1978 


edited by Peter Newton 


The newly formed Italian combine plays host to Europe’s press in Turin 
The cars and drivers 


At an impressive and glamorous func- 
tion held on Monday at the Centro 
Storico in Turin, Fiat and Lancia an- 
nounced their combined plans for 1978. 
As is customary on such occasions, the 
company also presented its annual 
awards to drivers, mechanics, team 
managers etc, during a dignified and 
well organised ceremony in the Great 
Hall of the building, which is in fact 
Fiat’s museum complete with archives 
dating back to the 19th century. 

The extent to which the company is 
committed to rallying and Italian pres- 
tige is perhaps a little hard for us to 
understand in England, but the fact that 
Giovanni Agnelli (Chairman of Fiat 
SpA) himself was giving away the 
awards gives some indication of the 
scale of the operation. If Ford had won 
the World Championship, one wonders 
whether they wquld have invited Eur- 
ope’s press to Warley, welcomed them 
hospitably, let them drive the:cars, ask 
a multitude of questions and share in 
the celebrations of Ford’s World Cham- 
piohship victory. 

Media coverage of last Monday’s an- 
nouncement was very comprehensive 
and every care was obviously taken to 
ensure its success as a marketing and 
promotional exercise as well as superb 
internal PR. It was a privilege to be 
invited. 

In fact there is really little that is new 
in the 1978 announcements and, after 
some protracted but well chosen words 
from Fiat SpA Public Relations Direc- 
tor, Luca Montezemolo, Cesare Fiorio 
and Daniele Audetto elaborated fur- 
ther. The most important single event 
behind the competition plans is the 
creation of EASA (Organisation for 
Automobile Sporting Activities). This 
body is nothing more cr less than the 
physical manifestation of a tie-up be- 
tween Fiat and Lancia competition de- 
partments, which has been widely ru- 
moured for some considerable time. 
The two companies will naturally still 
rally at least two types of car, but the 


operations will be properly integrated: 


with Fiorio as Administrative Director 
of the project. These two teams, who 
have so often fought each other in the 
past, will thus be acting directly togeth- 
er. Another feature stressed at the 
press conference was the need for clos- 
er manufacturer co-operation between 
themselves and rally organisers to com- 
bat and eradicate, as far as possible, the 
increasingly anti-social elements of ral- 
lying in Europe.as recent speed limits 
‘introduced in Italy have raised some 
disquiet over motorsport’s image of 
public respectability. It is in the light of 
such thoughts that EASA is expected to 
be such a powerful and _ influential 
force. 

The respective roles of Fiorio and 
Audetto are that Fiorio will be respon- 
sible for sporting activities and will be 
main administrator while Audetto will 
be directly looking after the drivers and 
teams. Also returning to Italy will be 
Alcide Paganelli who has recently been 
living in South Africa where he has 
been rallying a Fiat 131. Paganelli will 
be employed as Press Liaison Officer 
based in Turin and this appointment 
emphasises the companies’ belief in the 
best possible press relationships. 

The way the company views the im- 
portance of motor sport to their image 
can surely be measured by their claim 
that their investment for 1978 will be 
four billion lire (three million pounds) 
and this does not include the Ferrari 
beadocect This includes al! their private 


Maurizio Verini, on the Portuguese Rally, will be in a Fiat 131 Abarth again. 
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Sandro Munari 


Fulvio Bacchelli 


Maurizio Verini 


Walter Rohrl ‘Markku Alen 


Munari with the Stratos in Corsica—the last appearance with a four valve engine. 


customers, the promotional budget, in- 
centive and award schemes, etc. 


The two cars to be used next year will 
be the Fiat 131 Abarth and the Lancia 
Stratos with the choice of car and driver 


‘ combinations being decided on the na- 


ture of the event, etc. The 1978 plans 
are still subject to variations and will be 
finalised after the first results have been 
analysed (as was the case this year when 
they decided to compete in all the WCR 
rounds after winning in Portugal). As 
we exclusively reported before the 
RAC Rally, Walter Rohrl will be driv- 
ing for Fiat next year, and also on their 
list of official works drivers will be 
Markku Alen, Fulvio Bacchelli, Tony 
Carel&, Sandro Munari and Maurizio 
Verini. The team’s first two events in 
the WCR series will be the Monte 
Carlo, with both Stratos and 131— 
Rohrl and Bernard Darniche the likely 
drivers—and the Swedish, on which it is 
probable they will only take the 131. 
Rohr! will also be competing on Ger- 
man championship rounds in a Stratos, 
for which he is free to find any sponsor 
of his choice and run the car in their 
colours. 

Chardonnet will again be running a 
Stratos for Bernard Darniche, though 
they will be doing French Champion- 
ship events and not chasing the Europe- 
an Championship. Also in France the 
Fiat importers will be running 131s for 
Jean-Claude Andruet and Francis Vin- 
cent and most probably for Michele 
Mouton. In Spain Seat will also be 
running 131s for their two regular dri- 
vers, Salvador Canellas and Antonio 
Zanini. Also announced was that Simo 
Lampinen might be doing our Open 
championship under the Fiat England 
banner, but this seemed to be quite a 
surprise to both Fiat England and Lam- 
pinen. However, as we went to press 
news came through that the most likely 
drive for the car here will be Alen—not 
an unexpected announcement. 

The most significant changes in speci- 
fication will obviously be to the Stratos 
to make it eligible for 1978 regulations. 
Although they are being forced to drop 
the four valve engine in favour of the 
two valve one, Lancia do not view this 
as a retrograde step as they feel they 
can ultimately produce just as much 
power from this unit and attain the 
280bhp now being extracted from the 
four valve engine. The other importamt 
changes to the car will be the fitting of 2 
single plate clutch (in place of the twin 
plate), a return to the original cast-iron 
flywheel, the use of a synchromesh 
gearbox and as the official announce- 
ment worded the change in the size of 
the wheel arches, protuberances which 
made it possible to fit wide section 
wheel rims are to be replaced by 50mm 
wide flanges. 


Improvements in the 131 will be 
under investigation with the team look- 
ing for an increase in engine power 
while retaining existing torque figures. 
further reduction in the car’s overail 
weight and more marked diversification 
of attitudes according to whether the 
rally is an endurance or sprint type of 
event. 


Another very successful venture over 
the past two years has been the Auto- 
bianchi A112. championship with 148 
drivers taking part this year. The win- 
ners of this year’s trophy, Bettega and 
Fusaro, have already had the opports- 
nity to drive works Stratos and 131s and 
the championship will be rum 2gam m= 
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Any fears that plans for DOT for next 
year would see a decrease in rallying 
activities in favour of racing plans seem 
unfounded if the strong rumours we 
have heard this week are true. It seems 
they will run a prototype Group 5 Opel 
Manta in the Castrol/AUTOsPORT 
Championship and a Group 1 Opel 
Kadett GT/E in the Open Champion- 
ship. It also seems that both cars will be 
driven by British drivers. 


Although the weight of the Manta 
would be a disadvantage on rallies, it 
seems that Opel are keen to sell the car 
in this country and this could be a very 
good marketing exercise. 


In Germany Opel have been able to 
sign up Achim Warmbold for next year 
to contest the German championship in 
the new 2-litre crossflow engined Ka- 
dett GT/E in Group 4. This car went 
into production in October and Opel 
are now waiting for the homologation 
papers to come through. 


Warmbold has been rallying a Toyota 
for the past two years, but Opel are 
hoping that, with his knowledge of 
German events, he will be able to win 
the German Championship for them in 
1978. This is not the first time Warm- 
bold has driven an Opel as he did his 


Manta for DOT 
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Warmbold to drive a Kadett. = 


first rally as a driver (after five years as 
a co-driver) in the early 1970s in a 
Steinmetz Opel Kadett. 

He has been employed as an equal 
number one to a yet to be named driver 
who will be doing selected World and 
European Championship events for 
them, with the Monte Carlo being first 
on the programme. 


Does that smile on David Sutton’s face mean that he and John Horton are sharing 
a secret? Could the eight-inch Minilite supporting a five-inch Dunlop snow tyre be 
a new development they have been working on this year? The truth of the matter is 
that it was a special award from Dunlop to David naming him Team Manager of 


the Year. 


This honour was bestowed on him at the Castrol/AUTOSPORT 


Championship presentations when the trophy (a legacy of Ari Vatanen’s kerb 
hopping in Sutton Park on the RAC Rally) was handed over. John Horton’s 
comment on the award was: “David has been such a gentleman and good sport 
all year that we thought he deserved this special award, and for a small fee we will 
sell him the map reference of where he can find the missing bits of the Minilite’’. 


Works prize drives 


Rumours of unusual faces in unusual 
Cars next year are always rife but two 
people who really will be seen in 
Strange vehicles will be Graham Els- 
more and Malcolm Wilson—Graham in 
2 Vauxhall Chevette and Malcolm ina 


SHOCK stores 


prizes given by the two manufacturers 
for the drivers’ efforts on the 1977 
Castrol/AuTOosPoRrT Championship and 
each man will have one works drive in 
1978 in these cars. Also having a works 
drive next year on one event will be 
Nigel! Rockey, but he will not make so 
many heads turm as his is awarded by 
Ford and we are quite used to secing 


|Chrysler plans 


for the Sunbeam 


owan—development driver 


Chrysler UK will be going all out next 
year to develop their new Sunbeam, 
both as an inexpensive and competitive 
car for the club level rally driver and as 
an all out winner on international 
events. To do this they will be using 
Andrew Cowan and Bernard Unett, 
who are undoubtedly two of the best 
development drivers around. 


Unett, famous for his racing activi- 
ties, will be doing all the rqunds of the 
Castrol/AutTosPorT Championship in a 
Group 2 car in the up to 1600cc class 
developing it ready for homologation 
into Group 1 for 1979. They are very 
keen that he will be able to make the 
car as economical to run as the Avenger 
has proved to be. So far his rallying 
activities have been confined to three 


Unett—a full season of rallying. 


Tours of Britain and the Galway ang 
Manx rallies this year, but on all these 
events he has proved very competitive. 
His association with Chrysler in compe- 
tition goes back further than we are 
sure even he would like to remember, 
but past models he has raced include 
Imps, Tigers and even Rapiers. 

Des O’Dell has always been a great 


admirer of the talents of Cowan whose_ 


job it will be to compete on selected 
Castrol/AUTosPorT rounds in the car 
for development purposes and also to 
do the Open Championship and devel- 
op the car into an outright winner. Full 
details of exactly what format Cowan's 
car will appear in are still to be fina- 
lised, but it certainly could be an excit- 
ing addition to the international scene 
in this country. 


All change in SA 


With news of the exploits of British and 
South African drivers on the Castrol- 
/British Airways Tour of South Africa 
comes some further néws of team 
changes out there for next year. This 
concerns five times South African Rally 
champion, Jan Hettema, and the new 
1977 champion, Sarel van der.Merwe. 
It seems that Hettema is to leave Bernie 
Marriner’s Ford rally team to join Dat- 
sun to rally a 2-litre engined Sunny 140 
for them in 1978. . 
Taking his place with the Ford team 
will be van der Merwe, who left Datsun 
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midway through 1977 to drive a Chevair 
for the Chevrolet team. It also seems 
very likely that, along with his regular 
co-driver, Richard Leeke, he will be 
coming to Britain to do the Welsh and 
the RAC in an RS1800. 


Following his success on the ‘Tour’, 
Andy Dawson has been invited to go 
down south again and he will be doing 
two or three rounds of the South Afri- 
can championship next year starting 
with the first round, which is the Molys- 
lip Rally. 


99EMS driven by Per Ekead on the RAC 
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End of season presentations 


A season’s hard rallying on the Castrol/ 
AUTOSPORT Championship was reward- 
ed last weekend when Castrol held their 
awards presentation in London on Fri- 
day. Right: champion Nigel Rockey 
receiving his award from Max Roberts, 
Chief Executive Castrol Worldwide. 
Below: a fuller array of the winners with 
(from left) Monty Peters, Paul Faulkner, 
Brian Rainbow, Nigel Rockey, Peter 
Clarke, Terry Kaby and Derek Tucker 
while the contenders in the Huxford 
Liberated Ladies part of the series, who 
had their ‘do’ on Sunday, are seen to 
their right. Centre left and right: Rockey 
and Kaby with their cars: Centre: Mary 
Fullerton who won:a Hosts donated 
weekend in Paris for her efforts. Bottom 
left: is the Castrol/AUTOSPORT organis- 
ing line up; bottom right: Dunlop’s John 
Horton and Goodyear’s Harry Gee give 
Avon’s Alan Blake a help on to the stage 
as he had obviously got the wrong tread 
on. 
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Andy Dawson became the first foreign 
driver ever to win a major South Afri- 
can rally at a first attempt when he 
came home the winner of the inaugural 
Castrol/British Airways Tour of South 
Africa on Saturday evening. Co-driven 
by Andrew Marriott in the Sigma Deal- 
er Team Mazda Capella RX2, Dawson 
fought off a strong attack from five- 
times South African Champion, Jan 
Hettema, in an Alfetta GTV and the 
1977 Champion Sarel van der Merwe in 
a Dealer Team Chevair—basically a 
Vauxhall Cavalier. 

Based on Tours of Britain, the three- 
day event embraced a route of 1200 
road miles which took the 31 crews 
from Johannesburg’s Kyalami race 
track, via East London, to Port Eliza- 
beth. Along the way the route covered 
170 stage miles includirg several spec- 
tacular mountain pass stages, one an 
amazing 29-miler. Additionally, there 
were six 20-minute races at five circuits 
including East London, re-opened after 
five years’ disuse specially for the 
event. 

Much of the publicity spotlight was 
focused on Jody Scheckter who was 
competing in another Mazda along with 
Stuart Pegg. Jody soon put some dents 
in the rotary machine and then T-boned 
a tree on the sixth stage. But after 
missing a section of the route to have 
the car repaired (and fly back to Johan- 
nesburg to collect the SA Sportsman of 
the Year Award), he returned to the 
fray. Gamely he battled the dented 
Mazda to the finish and four stages 
from the end derived enormous plea- 
sure from setting a fastest time. The 
constant humorous banter between 
Scheckter and Dawson throughout the 
rally was one of the highlights of this 
very tough Tour, which provided 
Mazda with their first ever international 
rally win and possibly the first ever fora 
rotary engine. 

The Tour, organised by the Sports 
Car Club of South Africa, under Clerk 
of the Course Mike Reid, was open to 
vehicles complying with South African 
National Standard Production . Car 
rules, thus only locally built cars run- 
ning on locally made road tyres were 
eligible. Disappointingly, Ford decided 
mot to enter but most of the other 
manufacturers entered works cars. 

The Castrol Sigma Dealer Team en- 
tered four Mazda RX2s (called Capella 
RS in SA) plus an Avenger (Sigma 
Motor Corporation builds Mazdas, 
Avengers and Colts in SA). In the 
rotary machines were Scheckter/Pegg 
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Dawson’s winning Mazda on the first stage of the Tour. 


AD’s Tour in a Mazda 
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Dawson—first foreign winner. 


driver John Gibb with journalist Rory 
Brown and Jannie Kuun/Johann Bor- 
man. A fifth Mazda for the fastest 
production saloon driver in the country, 
Willie Hepburn, was privately entered. 
The recently reconstituted Chev 
Dealer Team entered three brand new 
and immaculate Chevairs. Based on the 
Cavalier/Ascona chassis the cars are 
powered paradoxically, unlike the Brit- 
ish Vauxhall Cavalier, by a Vauxhall 
designed 2.3-litre engine rather than an 
Opel unit. Crewing the Chevairs were 
Geoff Mortimer/Chris Hawkins, Sarel 
van der Merwe/Richard Leeke, and 
Chris Swanepoel/Spotti Woodhead. 
Alfa Romeo SA had just a single 
entry for Jan Hettema/Vic Deiner, in 
the Alfetta GTV Jan raced in the recent 
Wynns 1000 Kms. BMW entered a 
works 530 originally to be driven by 
Jody, who then decided to switch to 
Mazda. Gerry Marshall turned down 
the-drive due to business pressure and 
so Tom Walkinshaw accepted the drive. 
But, at the last minute, Tom cabled to 


say he couldn’t make it and so a disillu- 


sioned BMW dropped the idea. 

Team Leyland entered three 1275 
Mini GTs for Andy Terlouw, Tommy 
Gash and Tony Pond, who had Eric 
Prytz as his co-driver. Tony was less 
than amused to find his Mini had over 
50,000 miles on the clock and blew his 
top when he learned that the team were 


never been rebuilt! A Peugeot 504 for 
Roelof Fekkan/Piet Swanepoel com- 
pleted the works entries. The rest of the 
field was made up by various Alfas, 
Avengers, Datsuns, Alfasuds, and Ci- 
troen GS Clubs. Finally, Bob Hardy 
who recently joined the Chev Dealer 
Team, but was without a car for the 
event, entered his towing vehicle, a 
Datsun 280C, complete with tow hook! 

The event started at,Sandton City 
Centre at 05.30 on Thursday and 
moved on to the nearby Kyalami track 
for the first of the series of races. The 
field was split into three races:at Kya- 
lami and four at the rest of the tracks. 
Unfortunately, the Chevairs were in a 
different category from the Mazdas and 
Alfettas so some good battles were 
missed, Kyalami saw Willie Hepburn, a 
racing man with no rally experience, 
leave the rest for dust in the opening 
race with Dawson’ second = and 
Scheckter third while Kuun hit carbur- 
etter trouble and got a maximum. The 
Chevairs romped away in their race 
with Mortimer heading the field 

After a short stage near Kyalami, 
there followed a group of five desper- 
ately muddy sections around Orange 
Free State mealie fields. Scheckter got 
stuck twice, Hettema once among the 
front runners, but two of the stages 
were cancelled because the marshals 
simply couldn’t operate the _ stop- 
watches properly. Next came the races 
at the Goldfields track with Hepburn 
setting the pace again from Dawson. 
Scheckter by this time had hit a tree and 
missed the race. After Goldfield, Mor- 
timer actually took the overall lead 
from Dawson but promptly got a maxi- 
mum on the next stage as teammate 
Swanepoel had done earlier. Finishing 
the day was the third race of the Tour at 
the twisty Brankop circuit near Bloem- 
fontein. Again Hepburn was fastest 
from Dawson. 

After a short overnight halt the cars 
returned to Brankop, this time for a 
race in the opposite direction. Before 
the race, Dawson led overall from Het- 
tema, Hepburn, van der Merwe and 
Gibb with the ‘rest well out of the 
running. This time Dawson kept Hep- 
burn in his sights and held on to the 
overall lead, but the race moved Hep- 
burn up to second. However, now the 
meat of the event was to start—a 637- 
mile section including 11 special stages 
with 125 stage miles. Included, and 
being used for the first time, was the 
Joubert Pass near Lady Grey, a 29-milie 
stage which went up from 5000 to 8000 
" ————— el 
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mile Doctor Otto du Plessis pass. On 
the mountain passes van der Merwe 
was in brilliant form and took almost a 
minute out of Dawson, who was very 
unhappy with his brakes. But Andy still 
took time out of third fastest Hettema. 

Following the mountain section, 
there was a long road run through the 
Transkei to a short bumpy stage before 
a passage control at Queenstown. 
Those big jumps at Queenstown put 
paid to the chances of racing drivers 
Gibb, who was loving the rallying, and 
Hepburn. 

The day concluded with four rough 
forestry stages where a puncture on the 
third was to cost Dawson the overall 
lead. The positions at the end of the 
second day saw van der Merwe with a 
scant two second lead (despite a punc- 
ture) from Dawson, with Hettema just 
ten seconds behind. Queenstown had 
all but finished off Pond’s gallant drive 
in the old Mini. The car virtually broke 
in half and Pond retired—he had 
moved all the way up to fifth. After 
another short five hour overnight halt 
at East London, the survivors battled 
on to the town’s seaside. race circuit, 
formerly the home of the South African 
Grand Prix. The track was being used 
for the first time in five years and even 
the pits had been painted for the 
occasion. 

This was the turning point of the 
event. With Hepburn missing, Dawson 
roared off into the lead and even 
Scheckter, keen to win in front of a 
home crowd, could do nothing to stop 
DAD’s first ever outright race win. 
Dawson also became the first Briton to 
win at the track since Jimmy Clark did 
so in 1964. Meanwhile Hettema’s Al- 
fetta overheated and he lost over a 
minute to Dawson. In the third race 
Dawson’s other challenger, van der 
Merwe hit gearbox trouble which cost 
him almost three minutes. -The news 
wasn’t to reach Dawson until after he 
set an attacking and hairy fastest time 
on the first of the final five stages. 

From then on, Dawson relaxed and 
finally clinched the event with a gentle 
fifth place at Port Elizabeth’s Scribante 
circuit. Hettema’s Alfetta kept going to 
reward him with second position, 1 min 
28 secs in arrears, while van der Merwe, 
with a new gearbox, finished third over- 
all, another 1 min 25 secs down. An 
indication of the toughness of the event 
was that hardly any of the other 23 
finishers managed to complete the 
event without either a maximum or 
road penalties. The Chevairs of Swane- 
poel and Mortimer took fourth and fifth 
spots with Kuun in his Mazda sixth. 
Although he missed two races and four 
special stages, Scheckter was not only 
classified, albeit last, but won many 
friends and admiration for the way in 


_ which he tackled the rally sections. 


For Dawson it was a good end to the 
year capping his fine RAC Rally drive. 
While the other Mazdas fell apart. 
Dawson kept his red and white, ex- 
press demonstrator in one tidy piece 
and went just fast enough to win. The 
Tour itself deserves to be repeated with 
a stronger international entry, for it is 
the toughest Group 1 event in the world 
without doubt. But it-needs better mar- 
shalling, a numerically stronger organ- 
ising team plus better results and press 


service. 
ANDREW MARRIOTT 


Castrol/British Airways Tour of South Africa 

1. A. Dawson/A. R. Marriott (Mazda Capea RS) Shr 
O6mins 24.85secs pens; 

2. J. Hettema/V. Diener (Alfa Romeo Alfetta GTV) 
5:07:52.34; 

3. S. van der Merwe/R. Leeke (G. M. Chever) 
§:09:19.17; 

4. C. Swanepoel/B. Woodhead (G. M. Chevar) 
5:19:43.78; 

5. G. Mortimer/C. Hawkins (G M  Chevwer 


Borman (Mazda Capele AS 
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Turkish delight Hitlbitlies 


The sport of rallying in Turkey may 
well be in its infancy in the eyes of the 
more western European countries, but 
it is no less actively pursued and well 
organised for all that. In the recent 
Bosphorus Rally no less than 59 crews 
took part, eight from Bulgaria, six from 
Yugoslavia, three from Rumania, one 
each from Italy and France and a total 
of 40 from Turkey itself. 

Competing cars ranged from Illia 
Chubrikov’s Rumanian entered 1496cc 
Renault 5 Gordini, which started at 
number one, through Murat 124s and 
131s (Turkish assembled Fiats); Dacia 
1300s (Rumanian Renaults); Anadols 
(Turkey’s home product—an attractive 
4 door fibreglass saloon with Ford 
1300cc cross-flow engine and Ford and 
Triumph running gear); Polski Fiats; 
Zastava 101s (Yugoslavian Fiat 1100s); 
Ladas and Zhigulis (Bulgarian Fiats); a 
scattering of Renault 12s and 17s; a 
couple of BMWs; 3 Porsche 911s; 2 
lumbering Mercedes 220s; an Auto 
Delta entered Alfetta R and an Opel 
Kadett GT/E. The last two were to 
finish first and’ “second overall in that 
order. 

The rally, organised by TTOK, the 
Turkish Touring and Automobile Club, 
and part sponsored by BP Turkey, was 
the last event of the year to qualify for 
the Balkan Rally Championship, the 
FIA European Rally Drivers Cham- 
pionship and Turkey’s own National 
Rally Championship. ° 

Mr Burhan Tekdag, TTOKs Sporting 
Commission’s ever smiling president, 
had personally planned the route to be 
both tight and fast with little let-up 
during the 26 hours of the rally. Crews 
had to average close to 60kmh on the 
road sections between the 23 special 
stages and, with little time for servicing, 
this led to several cars rushing exhaust- 
less through the Turkish night making 
the sort of din normally associated with 
a low flying Dakota. Still the locals 
didn’t seem to mind and villages were 
lined with people happily watching the 
fun. 

Of the 1200kms route, stage distance 
totalled 211kms with 74kms on tarmac 
and 137kms on loose. The stages, al- 
though generally short, were really 
superb and ranged from fast, open 
undulating sections, just outside Istan- 
bul, to narrow and twisting mountain- 
ous forest roads around the Winter 
Sports resort of Uladag near Bursa. 
Some of the link sections were pretty 
rough (hence the myriad exhaust prob- 
lems) but generally anyone enjoying 
Welsh or Scottish rallying would have a 
ball. 

Immediately after the start in Istan- 
bul a fierce battle for the lead devel- 
oped between Leo Pitteoni’s Group 2 
‘Alfetta (not alone had it arrived on a 
trailer, but the service car had arrived 
on a trailer also!) and Chubrikov’s 
Renault 5. The Rumanian fairly hurtled 
the diminutive Renault through the first 
Stages and by superb driving, almost 
equalled the more powerful Alfetta’s 
time even on the three laps of the 
almost completed racing circuit near 
Izmit. This circuit, incidentally, will be 
the first in this part of the world and, 
although unsurfaced at the moment, it 
makes an ideal special stage and plans 
are being made to run Turkey’s first 
rallycross here in the near future. Be- 
hind the battle for first place Jean 
Charles Sevelinge from France pressed 
hard with his Group 1 Opel Kadett, but 
he was also having to contend with the 
Murat 131 driven by Levent Pekun 
from the Tofas (Turkish Fiat Group) 
Team. Levent was crewed by Sevim 
Sipahi. attractive wife of Ali Sipahi who 
in his owe way was delighting the 
crowds &y cweemme @ the first ten in 
coete of @& weet m=2c7 ecteck (OY oes oer 


As the rally went on, the many spe- 
cial stages and fast road sections began 
to take their toll and of the 59 starters 
only 13 were to find their way back to 
the finish at Istanbul. Of the front 
runners Veselinogs Polski Fiat Group 4 
went out with suspension problems; 
both Slavef and Kolev from Bulgaria 
had gearbox failures; Demir Bukey’s 
Mercedes had the classic ‘fan through 
radiator’; Renc Kochibaya blew up his 
Burton Engineering engined Anadol 
(hardly Burton’s fault, he could only 
manage 15 of the recommended 
1000kms running in before the start); 
Levent’s Murat dropped out with 
engine trouble and eventually poor 
Chubrikov had the pinion in his differ- 
ential give up the ghost and was last 
seen by the roadside near Yalova await- 
ing a tow home. 

Not all the retirements were due to 
car failure, however. Young Peca 
Dobrohotov, for example, driving with 
his pretty wife Gordana in a Yugosla- 
vian entered Group 1 Zastava, learned 
that even rally drivers are not immune 
to the normal road traffic dangers of 
travelling too closely to the vehicle in 
front. On the road section through 
Izmit he crashed heavily into the back 
of a lorry which braked suddenly at a 
road junction and just about wrecked 
his car, luckily without badly injuring 
either himself or his wife. 

As the rally ran to a close, Pettonei 
consolidated his position at the head of 
the field and Sevelinge -moved into 
second place. Local driver Azmi 
Acioglu came up into third-in the 
second Tofas entered Murat and thus 
secured for himself the 1977 Turkish 
Rally Championship. Perhaps the big- 
gest surprise at the finish for many of 
the front runners, who had fancied their 
chances and fallen by the wayside, was 
the fine Sth overall achieved by Ali 
Sipahi.-In spite of his illness the shrewd 
fox of Turkish rallying had driven 
steadily and shown that to succeed it is 
not necessary to hang the tail out quite 
so much as many of his contemporaries 
would have us think. 

The prize-giving was held in Istanbul 
on the night after the finish and just 
about everyone who had managed to 
complete the course received some- 
thing. Judging by the happy faces and 
the general tone of the conversation 
everyone had enjoyed themselves. Cer- 
tainly there were flaws in the organisa- 
tion (the lack of promotion was an 
example) but nothing which affected 
the running of the rally itself. Great 
credit is due to Burhan Tekdag and his 
Clerk of the Course, Ilkay Bilgisin, who 
ran the event, and particular credit 
must be given to the marshals at the 
various controls who were as good at 
their jobs as most European marshals 
and better than quite a few. 

The Bosphorus is a rally which de- 
serves to go from strength to strength. 
The attractions are many for foreign 
crews; free accommodation and food 
for six nights (for a one night event!), 
450 litres of free petrol, no entry fee, 
free oil and as warm a welcome as you 
could hope to receive anywhere in 
Europe. Turkey is just under three days 
travelling from London and with just a 
little forethought a British club crew 
could just about carry off some of the 
splendid prizes next year. 


JIM GAVIN 


Bosphorus Rally 

1, Leo Pittonei/Russo (italian) Alfetta; 
2, Jean-Charles Sevelinge/Andre 
(French) Opel Kacett; 
3, Azmi Avcioglu/Sabit Akca (Turkish) Murat 131: 
4, tonescu/Dau (Rumanian) Renault Gordini; 
5, Ali Sipahi/Rejat Sengur (Turkish) Murat 131; 
6. Oltena/Scobai (Rumanian) Dacia: 

7, Nikolow'Hinov (Bulgarian) Vaz: 8. Selcuk Kara- 
marogwu Lae Arzo 7 ureusm) BMW Acre = Arsg 
fom CSroreeg 2-8 nas + 
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Charles Samson giving his regular me- 
chanic William Greig a taste of rallying 
from the co-driver’s seat won the 
Dunlops of Dumfries/Burmah Gallo- 
way Hills Rally on Sunday. In his 
RS1800 he managed to beat Irish visitor 
Ronnie McCartney, who had brought 
his RS1800 along, into second place and 
early pace setter Drew Gallacher into 
third in his RS1600. 

Odd icy patches remained on the 
stages to catch out unwary competitors 
but, apart from that, the cold, dry 


weather was perfect for rallying, The © 


rally attracted spectators in their thou- 
sands and credit for this can perhaps be 
claimed by Border Television who gave 
the event seven minutes viewing time 
on Friday evening. 

An early casualty of the event, which 
started from the Cally Hotel in Gate- 
house of Fleet at 9.30am, was Murray 
Grierson when he rolled his Datsun on 
the first corner of the first stage (Ben- 
nan) just 0.15 miles into the event. He 
got his car sideways going onto a bridge 
and caught the parapet, the resulting 
accident leaving his car half on the road 
and half in a burn blocking the stage for 
20 minutes. Unfortunately he managed 
to completely demolish the Datsun 
which had the same sponsor as the 
rally, Dunlops of Dumfries. 

Stage three (Kirroughtree) claimed 
both Robin and John Lyons. The gear- 
box on Robin’s Avenger packed up in 
the stage and John rolled his ex-Tony 
Pond Tour of Britain RS2000. At this 
point in the event Galiacher had built 
up a 13 second lead, with fastest times 
on the stages, from McCartney and 
Samson, who was a further two seconds 
behind. 

Another very badly damaged car 
after the event belonged to Allan Ar- 
neil, who rolled his Vauxhall Magnum 
off the road on stage seven (Tairlaw). It 
was after this stage that Samson took 
over the lead (which he was to hold to 
the finish) from Gallacher. It seems 
that Gallacher, who had Arneil’s wife 
Sandra with him, spotted the car off the 
road and with the lack of concentration 
spun. This seems to have put him off his 
stroke a bit as he spun again on stage 
eight (Dundeugh) and never got back 
into the lead. However, Gallacher was 
obviously driving very quickly as he set 
fastest time on six of the ten stages with 
the other fastest times going to Samson 
(two) and McCartney (two). 


The top six: 1, C. Samson/W. Grieg (R$1800), 
52mins 57secs pens; 2, R. McCartney/D. Smyth 
(RS1800), 53.07; 3, D. Gallacher/Sandra Arneil 
(RS1600), 53.12; 4, A. Smith/J. Meechan (RS1800), 
54.02; 5, F. Patterson/M. Riley (RS2000) 1st in 
Group 1, 55.24; 6, M. Taylor/A. Dixon (RS1600), 
55.40. 


| on behalf of his car and his team’’. 


Charles ‘Samson gave his mechanic a 
ride on the Galloway Hills. 


Briefly. .. = 


@ Any motor sport fans who -find 
themselves with nothing to do this 
evening should consider going along to 
Dees of Croydon who are holding a 
Rallye Sport Evening at their premises 
in Brighton Road, South Croydon. On 
the evening’s programme will be Cas- 
trol’s films ‘Appointment at Penha’ and 
‘Stages to Victory’ and a forum chaired 
by Peter Bryant with Paul Faulkner, 
Tony Fowkes, Monty Peters, John Tay- 
lor and David Stokes on the panel. 
Entrance will be 50p on the door, there 
is a licensed bar and it all starts at 7.30. 


@ The husband and wife team of driver 
and co-driver Mike and Gill May are to 
get increased sponsorship next year 
from their present sponsors, Interna- 
tional Office Products. This company is 
the sole importer for Toshiba office 
equipment, who are themiselves in- 
volved in Formula 2 sponsorship. Gill 
was runner-up co-driver in the Huxford 
Liberated ladies section of the Castrol/ 
AvuTOsPORT Championship and, along 
with Mike, will be in a MkII 1300 
Escort which he is at the moment 
building for the 1978 Castrol/AuTo- 
SPORT Series. 


* @ In the latest FIA Bulletin the follow- 


ing paragraph has appeared with new 
wording concerning advertising for 
World and European Rally Champion- 
ship events: “If an organiser wants to 
impose certain advertising, he must 
clearly state which in the Supplemen- 
tary Regulations and on the entry 
forms. Moreover an organiser must not 
impose on 4 competitor any publicity 
against his interests or which is incom- 
patible with either the make of car or 
the competitor or with the advertising 
agreements which he has already signed 


One man as yet without definite plans for next year is Malcom Wilsom who scored 
a very impressive bey: 4 win on ie RAC Rally and came i2t overall 
However does s : that this result has not gone unnoticed wai Eraish scam 
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AGAINST ALL ODDS. By Eoin 
Young and James Hunt. Pub- 
lished by Hamlyn Books. Hard- 
back, £3.95. 

This book is quite remarkably good 
value—as one has come to expect 
of this publisher. Lavishly illustrat- 
ed, with many of the photographs 
in colour, Against All Odds has 
been a big seller this year, and 
deservedly so. — 

The major part of the text, pre- 
dictably, is devoted to the 1976 
season, in which Hunt won the 
World Championship, each race 
being covered in some detail. The 
earlier stages of James’s racing ca- 
reer are dealt with more briefly. 

Particularly interesting are 
Hunt’s ‘mental file cards’ on his 
rivals, short appraisals 
strengths and weaknesses. of 
Lauda, Watson, Reutemann, 
Scheckter, etc. 

Bearing in mind the recent con- 
troversies in Canada and Japan, a 
couple of snatches from the book 
bear reflection. After winning the 
Spanish GP last year, James recalls 
an extreme thirst after the race. 
Somebody got hold of a bottle of 
orange juice for him, which was 
then accidentally knocked out of 
his hand. The guy responsible got 
himself punched. James says it was 
done quite spontaneously and he 
later felt awful about it. ‘I’m not a 
punchy person normally, but I’m 
always punchy when I get out of 
the car.” 


Rather more remarkable, how-. 


ever, is a quote from Hunt after the 
Japanese Grand Prix in 1976: “It’s 
a matter of principle with me now, 
staying at the track after the race. I 
would always stay and have a drink 
with the lads, and I think it’s a jolly 
good rule because I enjoy it.” 
Twelve months on, his opinion has 
clearly changed somewhat. 

For all that, though, the book 
can be recommended strongly— 
particularly to Hunt fans. It is ex- 
tremely well written (by Eoin 
Young) and is refreshingly ‘differ- 
ent’ in layout and content. 

NSR 


FRAZER NASH. By David Thirlby. 
Published by Haynes Publishing 
Group. Hardback, £6.00. 


David Thirlby has re-written his 
origimal book. The Chain Drive 


Frazer Nash_ to mc 


of the. 


} 
there is more about the immortal 
GN, the cyclecar from which the. 
Frazer Nash was developed. At the 
other end, the work is brought up 
to date with the post-war Frazer. 
Nashes, which had no chains. 

The new book is as fascinating as 
ever, which one would expect from 
a man who has made a lifetime 
study of his subject. It’s all there, 
the cars, the men, the races, and if 
the author’s style is occasionally 
repetitive, he has a gift for re- 
creating the atmosphere of the 
past. However, as this book will be 
used as a work of reference in the 
future, it is unfortunate that names 
are mis-spelt and Christian names 
and initials are inaccurate in sever- 
al cases. To take a few examples: 
Bourbeau and McMinnies are man- 
gled, J. J. Hall becomes J. A., the 
great Robert Benoist becomes 
Marcel, Peter Mitchell-Thomson 


becomes Philip, and so on. Care- 
less proof-reading is evident, too, 
but some of the pictures are won- 
derfully nostalgic and the book will 
appeal greatly to many vintage en- 
thusiasts. 


JVB 


ALLARD—THE INSIDE STORY. 
By Tom Lush. Published by Motor 


Racing Publications. Hardback, 
£7.95. 

Everybody knows that Sydney Al- 
lard was a pre-war ‘special’ builder 
who later became a motor manu- 
facturer, and also a very successful 
driver in races, rallies, hillclimbs 
and trials. Those of us who had the 
privilege of his friendship also 
know that he was above all a tre- 
mendous motoring enthusiast and 
that he always remained the same 
delightful companion. However, 
time passes and it is easy to forget 
the vast scope of his motoring in- 
terests and achievements. 

There is one man who shared 
Sydney’s motoring life and who 
was deeply involved in the Com- 
pany and all the cars it built. That 
man is Tom Lush, and only he 


_could have written this book. He is 


a man of great courage, as he 
needed to be to ride as Sydney’s 
passenger in such tough events as 
the Mille Miglia, and incidentally 
he was my passenger when I ‘lost’ a 
Cadillac-Allard in the biggest pos- 
sible way and only regained control 
by the greatest stroke of luck! 

In his introduction, he empha- 
sises that he lays no claim to liter- 
ary ability, but don’t let him fool 
you. He has a most readable style 
and this is a book you really will | 


Set herd 8m cet Cowen 


Bill Boddy wrote the Foreword 
and I beg leave to quote him, 
because he expresses exactly my 
own thoughts. “Whatever else is 
written on the subject, elsewhere 
or later, Lush’s book must repre- 
sent the definitive—Allard; be- 
cause its author was there at the 
time, all the time, sharing with 
‘The Guv’nor’ the everyday anxi- 
eties and highlights, the setbacks 
and the triumphs, in the workshops 
and out on the trials hills, the speed 
courses and the circuits. No one 
knows more about what went on 
than dedicated Tom Lush... ” 

JVB 


BEHIND THE WHEEL—The mag- 
ic and Manners of Early Motoring. 
By Lord Montagu of Beaulieu and 
F. Wilson McComb. Published by 
Paddington Press. Hardback, 
£8.50. 


The books on the early days of 
motoring continue to multiply and 
some of them even reveal new 
information, as the result of dili- 
gent research, or perform a fresh 
technical analysis of cars that are 
already fairly well known. This 
book does neither of these things; 
the authors announce no new dis- 
coveries and there is no engineer- 
ing jargon to spoil the story for 
auntie. It’s a nice, comfortable 
book, easy to read and absolutely 
non-controversial. © 

From the above, it might appear 
that this large and elaborately-pro- 
duced volume would appeal only to 
the motoring beginner. This is far 
from being the case, however, for 
the pictures are splendid, and mar- 
vellously nostalgic to those who 
love early cars. All of them were 
taken when the cars were young 
and they show the: sort of people 
who motored and the roads on 
which they travelled, which is half 
the fascination of old motors. 
There are many quotations from 
writers of the period, which again 
helps to capture the atmosphere. 


dec RE Wiieon Motors 


The production is highly compe- 
tent and criticisms.are indeed few. 
One car is wrongly identified in @ 
picture caption and the authors 
criticise an early writer when, @ 
fact, he’s perfectly right! The sab 
ject is the use of the accelerator om 
a car with a governed engine. The 
contemporary writer says that. 
“the accelerator lever or pedal 
should only be used to race the 
engine under exceptional circum 
stances .’ He is entirely 
correct, and a good driver of such 2 
car as a Panhard should be able to 
make smooth and silent gear- 
changes and keep up a good pace 
without ever taking his engine 
above the governed speed. That is 
a mere quibble, however, and by 
the standards of today this hand- 
some book represents excellent 


alue. 
value JVB 


WORLD CARS 1977. 
Published by Herald Books. Hard- 
back, £10.95 


The great value of this annual is 
that it is unique. Produced by the 
Automobile Club of Italy, it sets 
out to list every current production 
car in the world, with specifications 
and photographs. There are more 


than 900 of them, from Ennezetas — 


to Gurgels, including weird offer- 
ings from Turkey, Israel, Taiwan 
and Egypt. Some of the inclusions 
are dubious—the Mohs Ostenta- 
tienne Opera Sedan from the USA 
has been in the annual for several 
years, yet we believe only one has 
ever been built—and the pictures, 
mostly manufacturers’ handouts, 
are often badly chosen or badly 
cropped because of the rigid 
layout. ’ 

Inevitably in a book of this na- 
ture there are misprints, mistakes 
and translation oddities, and the 
six-page article on motor racing & 
irrelevant, but the summaries By 
eminent journalists on the industry 
in Europe, Japan and America are 
informative. It is certainly far more 
complete than any other book of its 
kind, and until someone else does 
it better it’s a must as a reference 
book, even at eleven quid. 


SFGT 
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Porsche specialists 


The Kremer-Porsches have established an enviable racing reputation in the past few years. 


RR tba 


Twelve years ago, Erwin Kremer decided 
that there was no other make of car to race- 
develop but Porsche. He was in love with 
Porsches, and he had to devote his energies 
to those cars. And this year, in 1977, he will 
again receive the Porsche Cup (for the fifth 
time), the highest accolade for a Porsche 
specialist. 


For the past couple of years, the names_ 


Porsche and Kremer have been synony- 
mous with the World Championship of 


BOB CONSTANDUROS went to the team’s West German facto 


The Kremer team’s leading driver is the brilliant Bob Wollek, seen here on his way to victory at Hockenheim in a German G5 round. 


Makes. It was Kremer and his younger 
brother, Manfred, who built up the first 
935 away from the factory, but it took until 
the penultimate round of the nine-race 
Group 5 series in 1977 for the team to gain 
its first European or World Championship 
victory in two years. That came at Hocken- 
heim, early in October, and it was one of 
which any private entrant in the World 
Championship of Makes would be justifi- 
ably proud. 


The team await their car. On the left, holding the airline, is Erwin Kremer’s father, while Willi Grossman (right), 


the chief mechanic, holds the air hammer. Erwin Kremer himself is in the middle. 


ry to find out why. 
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Last October’s Group 5 Hockenheim victory by 
John Fitzpatrick and Bob Wollek came at just 
the right moment for the Kremer team. The 
previous week, thanks to some dubious time- 
keeping among other reasons, Wollek had lost 
the German National Group 5 title to Rolf 
Stommelen. That alone was a cause for depres- 
sion, but it was doubly disappointing because 
Stommelen drives for the Kremers’ chief rival, 
George Loos. Both Loos and the Kremers are 
based at K6éIn in West Germany, 60 miles from 
the Niirburgring. The Kremers run a Porsche 
garage. Loos buys Porsches from the factory, 
and has the works run them. ; 

Loos’s business, property dealing, supports 
his racing. The Kremer brothers, on the other 
hand, have a business to publicise; with a racing 
history of professionalism and success, they can 
attract good sponsors and good drivers. The 
two Porsche entrants may be from the same 
city, but a very healthy rivalry exists, sometimes 
becoming very bitter. 

Whatever, both these teams are very valu- 
able members of the World Championship of 
Makes and German National Group 5 circus. 
Indeed, Porsche has recognised their support 
by partially entrusting their Group 5 responsi- 
bilities to the two teams in 1978. 

Erwin Kremer, 40 years old, and his brother 
Manfred (37) started their business in K6ln in 
1964, a garage dealing with all types of cars. 
Their two mechanics from that time, Willi and 
Herrmann, still work for the Kremer brothers 
on the racing cars. It took just one year for the 
Kremers to realise where their interests lay, and 
in 1965 they vowed to concentrate on Porsches 
only. Just three years later, they made their 
mark in racing, winning the Group 5 European 
Touring Car Championship with victories at 
Spa, Brno and Monza. Erwin Kremer himself 
came third in the series. 

From 1969 to 1972, the Kremer team contest- 
ed the World series, the European GT Cup and 
the German national championship. In 1970. 


the year they moved to bigger premises im KOin. 
Erwm came second in the coveted Porsche Cup 
(run by the factory for Porsche drivers), and a 


Kremer-Porsche won its class at Le Mans. In . 
1971, Erwin succeeded in winning the Porsche © 


Cup, and Kremer Porsches won the GT class in 
five 1000kms races in the World Championship 
of Makes, run primarily for out-and-out sports 
cars at that time. j 
The Porsche Cup went the Kremers’ way 
again in both 1972 and 1973, as did the Euro- 


pean GT title—the Samson Kremer Porsches’ 


were a familiar sight in those days. John Fitz- 
patrick gained the first of the two titles in 1972 
but, in a political switch, Fitz then went to drive 
for George Loos, while Loos driver Clemens 
Schickentanz moved to Kremer in 1973 and 
brought the Kremer team the two titles that 
year. Paul Keller was the Kremers’ driver in 
1974, but although he took the European GT 
Championship again he came second in the 
Porsche Cup. With the decline of the European 
GT series, the Kremers’ only ‘victory’ in 1975 
was as best Porsche in the German champion- 
ship, gained by Helmut Kelleners. 

The Kremer team quickly took the initiative 
when the World Championship of Makes went 
Group 5 in 1976. Porsche built up the turbo- 
charged supercar they called the 935, and the 
Kremers did their best to copy it. It was the 
most highly developed ‘customer’ car of the 
year, and with it they finished second three 
times in the seven races run, but never gained 
that all-important win. However, Wollek won 
the Porsche Cup while taking in a few GT races 
both in Germany and the rest of Europe; Hans 
Heyer shared the driving with the Frenchman. 

Little sponsorship was forthcoming for the 
Kremers in 1976, but with the excellent backing 
of Vaillant, a heating company, 1977 was a busy 
year for Kremer. Their 935 expertise has meant 
that as well as two Kremerized 935s and their 
934, they have tended cars: from Franz Konrad 
(who bought the 1976 Kremer 935 plus another 
car) and the Brambring team, which has an- 
other 935. Furthermore, the race programme in 
1977 consisted of not just the World Champion- 
ship of Makes, but the German National Group 
5 championship. 

The first two World Championship events did 
not provide much success. At Daytona, al- 
though Wollek, Reinhold Jést and Albrecht 
Krebs led at one time, mechanical problems 
delayed them, and at Mugello, the restyled 935 
was involved in an accident while leading. It 
virtually destroyed the 935, but they bounced 
back to take their second second place at 
Silverstone. The Niirburgring provided yet an- 
other second place, this time behind the 935 of 
arch-rival Loos after a puncture and a broken 
throttle linkage had delayed the car. The 


Leading engine man is Manfred Kremer, at work here 
in the team’s Kéln base. 


Kremers gave Watkins Glen a miss but ar- 
ranged for Wollek to drive with Peter Gregg in 
his Porsche 934/5 at Mosport, which they duly 


won. 
The next event was at Brands Hatch, where 


Nick Faure drove with Wollek, who also shared 
one of Konrad’s cars. It was in the latter that he 
had his higher placing (third); while the main 
Kremer effort came in fourth despite a misfire. 
From there, the team went down to Hocken- 
heim for the final important World Champion- 
ship race. They had no problems winning the 
first of the two three-hour heats, while the rest 
of the opposition fell out. But it nearly fell apart 
in the final half-hour of the second part when 
the throttle linkage broke, leaving only one 
bank of cylinders in operation. But Wollek and 
Fitzpatrick staggered home to their first World 
Championship victory together. 

The weekend previously, the German 
National G5 series had come to a close. Before 
that final event, either Wollek in the beautiful 
green Vaillant Kremer-Porsche, or Rolf Stom- 
melen in George Loos’s red machine could take 
the title; but that final event went to Stomme- 
len. The Kremers retired hurt to K6In, sore that 
they had been hard done by at the Niirburgring. 
However, the next weekend confirmed their 
fifth Porsche Cup, and the second for Wollek. 

The racing programme is as much publicising 
the other side of the Kremer operation as 
anything else. The title of ‘Porsche specialists’ 
possibly disguises the Kremers’ enormous repu- 
tation for being the only outfit tuning, race- 
preparing and racing Porsches. Their reputa- 
tion is such that on the morning of my visit, a 
letter had arrived requesting a tour of the 
Kremer operation for 50 visiting Japanese; they 
wanted to see the expertise and parts back-up 
that has been accumulated over the past 11 
years, which forms the basis of the Kremer 
business. 

In 1974, the Kremers moved their business 
out of the centre of K6in to a trading estate on 


a - 


Wollek fought hard for the German title, but in the end was narrowly defeated by Rolf Stommelen. 


the north side of the city, where they have 
ample space not only to work currently, but to 
expand. Under Erwin Kremer’s direction (he 
has one male secretary to do the office work), 
there are four basic departments, each compris- 
ing three or four people. 

First of all, there’s the engine shop, run by 
Manfred Kremer. This deals with anything 
from race engines to straight street machines, 
utilising Kremer’s special range of parts for 
racing, sprint, road or rally work. These include 
titanium pistons made by Mahle to Kremer’s 
specification, special camshafts to his specifica- 
tion, purpose-made connecting rods, and either 
slide or butterfly injection whichever applies. 

Engines coming in to be rebuilt, whether 
racing, rallying, street or even antique, are 
initially cleaned in a special spraying tank 
before being dismantled. On completion, all 
engines are run for 2 to 24 hours on the 
Kremer’s own Schenk brake. Then they are 
thoroughly checked over. There is a long list of 
parts to be looked at, but it means that the units 
are already run-in after their rebuild, so that the 
cars are not brought back again. Additionally, 
engines can be blue-printed, or built to Group 


3, 4 or 5 specification. The Kremer engine shop- 


can work on anything from 1600cc through 2- 
litre and 2200cc, up to 3-litre or 3200cc engines. 
Already there are good contacts in the United 
States, and the shop currently builds as many as 
30 engines a year just for the American market 
As many as 150 engines are built for Germam 
customers per year. 

Willi Grossmann and. his assistant on the 
racing side, Herrmann, two of Kremer’s long- 
standing mechanics, are in charge of the racme 
side. Mostly this means looking after the two 
935s and the 934 owned by the Kremer team 
itself. They are responsible for the smart Vail 
lant car in the German series and the white 
World Championship car. After each race, the 
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Porsche 
specialists 


continued 


engine is returned to the race engine shop for 
Manfred Kremer to rebuild, while they get on 
with refurbishing other vital parts of the car. 

Part of their equipment is a complete setting- 
up system made by Matra-Werke. This can 
simulate circuits electronically, using Bosche 
camera parts, and provide data electronically on 
camber, spring rates andsoon. Naturally thissort 
of equipment is in demand from customers such 
as Konrad and Brambring as well. 

Beside the race shop is the road car works, 
mainly involved in fitting rebuilt engines, or 
adjusting shock absorbers (mainly Bilstein) to 
the customers’ demands. In the winter, the 
accent is more on road cars, so there may be as 
many as ten cars being worked on at a time, 
anything from a 914 to a Turbo. They also sell 
new and secondhand cars, and along with the 
road car tuning this can be regarded as the 
bread and butter work. The accountant resents 
‘crazy Kremer’ and his racing. 

In a separate section is the bodywork depart- 
ment, where the Kremers’ 63-year-old father 
works. The body shop is not just for modern 
cars: during my visit, they were working on a 
1964 SC for which all the parts were being made 
by hand in aluminium, while beside it was an 
old-style ‘duck’s tail’ Carrera having its 
bodywork updated to full Turbo Carrera speci- 
fication—not using bolt-on glassfibre parts, but 
steel throughout. When the Kremers do some- 
thing, they do it properly. They do have glass- 
fibre parts for sale, made to the Kremers’ 
design by an outworker who also built up the 
special body modifications for the racing 935. 

Next to the racing shop is a machine room for 
working on cranks, camshafts and anything else 
that needs modifying, while the parts division is 
one of the most important in terms of trade. 
They keep some 150,000 parts in store at any 
one time, and there are two storemen who look 
after this sector,,and dispatch parts to the many 
Kremer clients throughout the world. The parts 
division has been set up over the past 12 years, 
so that when someone rings up for, say, a piston 
for a 20-year-old RSK, Kremer are able to 
provide it. Rather sadly tucked away in one 


934 racer and a Carrera. 


corner is a pile of boxes containing many of the 
cups that the Kremers have won over the past 
years. 

That pile of cups is not just neglect or lack of 


_ interest. It is simply because the Kremers have 


more important things to do than build a trophy 
room. “Sure,” says Erwin, “I have drawings for 
a building where we’ll build proper offices and 
put the cups on show. We’ll have a showroom 
to display new cars, too, but there’s another 
racing season on its way.”’ Beneath the current 
office and workshops is a basement area cur- 
rently only used for storing racing body parts 
and as a spray shop. Here, with a good sponsor, 
Kremer would like to set up a complete racing 
shop which he can isolate from the more 
profitable part of the business. The idea is still 


to run 935s in the World series and the same . 


type of car in the national series, but it would 


. The. Renee are happy to work on any kind of car—so long as it is a shin et Here an old 356 nestles berweett a 


mean more work could be taken on the road 
and tuning sector. 

Currently, the Kremers employ around 14 
men (“‘Not enough for Le Mans,” he says 
ruefully. For the 24 Hour classic he has to 
borrow men from other K6éln garages).. The 
workforce is some eye-opener. Everyone works 
hard, and with the type of efficiency which must 
impress both customer and sponsor. Erwin 
Kremer, without doubt, is one of those people 
who goes about both his business and his sport 
with an almost frightening professionalism. 

Perhaps more in long-distance racing than in 
sprint events, it is possible to see the effort 
made by a team with a really good manager at 
its head. At pitstops, in practice, during pre- 
paration, the team is on trial, and the faults are 
there for all to see. Few can fault the efforts of 
the Kremers. a 


Below left: A 935 awaits attention, Bottom left: The rear end of a Kremer 935, showing the built-in quick-lift jack. Below right: The garlands tell the story. 


seasonal survey 


Cats and mice 


Porsche won the 1977 World Championship of Makes hands down, and Alfa Romeo did the same in the World 


Sports Car Championship. Only at the classic Le Mans 24 hours event is international sports car racing still as it 
should be, says JEFF PE CHINSON. 


A brief moment of inter-marque rivalry in Group 5 as Hans Stuck takes his works BMW turbo inside Jacky Ickx’s Martini-Porsche at Brands Hatch. 


Sports car racing, that is to say the G5 
World Championship of Makes and the G6 


World Championship for Sports Cars, can- 


not, by any stretch of the imagination, 
termed a success in 1977. 

Group 5 was a series of just nine races, 
all of which were totally dominated by the 
works Porsche 935/77 or one of the many 
private Porsche teams which made up the 
vast majority of the entries at.each of the 
races. BMW, the only marque to offer 
Porsche any opposition in the first season of 
the series in 1976, put only a token effort 
into this year’s championship, preferring to 
concentrate their works effort on the suc- 
cessful German G5 national championship 
and developing their mid-engined G5 
BMW-Lamborghini racer, due to make its 
appearance at the beginning of 1979. 
Porsche themselves were the first to admit 
that their World Championship of Makes 
title brought them very little satisfaction. 

If winning the G5 title meant little to 
Porsche, then victory must have meant 
even less to Alfa Romeo, the winners of the 
G6 title. They won all eight races of ‘their’ 
championship, running two and sometimes 
three works Alfa Romeo 33SC12 sports 
cars against, literally, almost no opposi- 
tion, two of the eight races having fewer 
than ten cars come to the starting line. The 
only other 3-litre car to offer any sort of 
recular challence was the Toi-DFV SCO2 


built by Jorg Obermoser’s German War- 
steiner beer backed team, but without the 
sort of funds and drivers that were avail- 
able to Alfa Romeo it was a cat and mouse 
competition. The majority of places on the 
grid were made up by a strong 2-litre class 
at most races, the Italian Osella chassis 
beating Lola and Chevron into second place 
in the championship. 


. Next year the G6 World Championship 
dies officially and becomes (as it was in 
effect this year) a European Championship, 
while G5 will be carried by BMW without 
works support from Porsche and, hopeful- 
ly, flourish in 1979 when Porsche, BMW 
and, it is rumoured, Ford and Mercedes 
will all seriously contest the championship. 


Until then, we always have Le Mans, a 
law unto itself and the world’s symbol of 
long distance racing, which ironically has 
the power to attract big works teams, this 
year Renault and Porsche, and big 
crowds—where the official FIA champion- 
ships fail. It is also ironic that Porsche 
consider Le Mans their greatest success this 
year and their biggest challenge next year, 
a race which contains the same ‘mixture’ of 
GS5 and G6 cars which Porsche were influ- 
ential in splitting up into two champion- 
ships at the end of 1975, neither of which 
since then have deserved the ‘World 
Championship” title. . . . 


While Porsche might have self-created their 
own complaints of lack of competition, they did 
at least have the good grace to stomach their 
own creation no matter now bitter the taste. In 
fact, they went to great pains to ‘dress it up’ for 
the public, spending a lot of money on pre-race 
promotional operations both in Europe and in 
North America, where three of the nine races 
took place. The only race in which the works 
Porsche did not take part was the final one at 
Vallelunga, but not surprisingly, it was still 
another Porsche win by one of the private 
Italian teams. 

The works Martini-backed Porsche team won 
only four of the eight races entered. A good run 
at the opening Daytona 24 Hours event saw the 
car come to grief because of a tyre/rim problem 
brought about by the high G-forces on the steep 
Daytona banking, which caused Jochen Mass to 
hit the wall twice, the second time causing too 
much damage to continue. But it was the John 
Graves/Hurley Haywood/Dave Helmick Car- 
rera RSR who took their place and the points 
for Porsche, three more Porsches following 
them over the line before the Ferrari Daytona 
of film star Paul Newman driving with Elliott 
Forbes-Robinson and Milt Minter. 


The works Porsche had no luck at its home 
races either. At the "Ring, Jochen Mass and 
Jacky Ickx lost any chance of a win when the 
thin rubber membrane in the fuel metering unit 
split, while at the two-part Hockenheim race 
later in the year a leaking head gasket put the 
car out of the first part, the same thing having 
caused its retirement early on in the Mosport 
race. 


In fact, it was the Porsche 934 of TransAm 
champion Peter Gregg and his co-driver Bob 
Wollek which took the chequered flag first, but 
was then later disqualified for not having side 
windows, allowed in TransAm, but not allowed 
in FIA GS regulations. It was all a silly busi- 
ness, stemming from the ‘legality’ of Gregg’s 
Porsche as a TransAm car. 

Porsche’s main ‘opposition’ to the works cars 
were the two leading private cars fielded by the 
K6ln-based Erwin Kremer and George Loos 
teams, both running the 935 turbocharged cars 
in the same specification as the works cars of 
1976. Rolf Stommelen/Toine Hezemans/Tim 
Schenken took the honour for Loos at the 
Niirburgring race, while the Kremer car driven 
by Bob Wollek/John Fitzpatrick and Claude 
Haldi téok the Hockenheim win. These teams’ 
major concern, however, was the battle for the 
German championship, with Stommelen and 
Wollek neck-and-neck for the title which finally 
went to Stommelen, who finished just eight 
points clear of Wollek after ten races. 

Porsche’s own Porsche 935/77 differed con- 
siderably from the customer 935s in that it had 
two turbocharged units giving some 20bhp 
power improvement, making a phenomenal 
630bhp at 8000rpm; more significantly, it 
halved the throttle response problems, making 
the car just about ‘normal’ as far as driving 
technique is concerned. Improved aerodynam-- 
ics found an extra 10kmh at Ricard for exam- 
ple, the car pulling just over 300kmh at the end 
of the straight, while at Le Mans it was estimat- 
ed to be capable of pulling 340kmh. ... The 
steering was also lightened as a consideration 
for the drivers. 

While Porsche’s private customer teams were 
dominating the ‘big’ class of the German cham- 
pionship, Porsche were given a hard time by the 
German Press that it was as well they were not 
in the ‘small’, under 2-litre class, or the Ford- 
backed Zakspeed Escorts and the works BMW 
320is would be showing them the way around. 
Porsche rose to the challenge and built a special 
lightweight 2-litre 935 dubbed the ‘baby’ which 
weighed in 220 kilos lighter than the normal 
935, by virtue of the fact that the entire front 
and back end of the ‘baby’ Porsche was an alloy 
sub-frame, its 2-litre engine putting out 370bhp. 


» | 


Top: Martino Finotto in the 935 Porsche which finished second in the first WCM rounds. Above: ‘Worldbeater’, yes, but the works Porsche 935/77 (pitstop, below left) did not 
have things all its own way, the team’s troubles including a collision with one of the Kremer cars at Mugello (below right). 


Above : 


DATE/VENUE 


Daytona 24-hours 
(USA) 
+] February 5/6 


Mugello 6-hours 


Sliverstone 6-hours 
(England) 
May 15 


NOarburgring 1000kms 


Toine Hezemans in one of the Loos Porsches on 


FIRST 


John Graves 
Hurley Haywood 
Dave Helmick 
3.0 Porsche Carrera RSR 


Rolf Stommetien 
Manfred Schurti 


2.8 Porsche 935 Turbo 


Jochen Mass 
Jacky Ickx 
2.8 Porsche 935-77 Turbo 


Toine Hezemans 
Tim Schenken 
Rolf Stommeien 

2.8 Porsche 935 Turbo 


Jacky ickx 
Jochen Mass 
2.8 Porsche 935-77 Turbo 


Ludwig Heimrath 
Paul Miller 
2.8 Porsche 934 Turbo 


Jacky Ickx 
Jochen Mass 


2.8 Porsche 935-77 Turbo 


EuoDPrtAR 


o> guacarereeseare"s seaakzay 


SECOND 


* Martino Finotto 
Carlo Facetti 
Romeo Camathias | 
2.8 Porsche 935 Turbo 


Martino Finotto 
Carlo Facetti 
Romeo Camathins 
2.8 Porsche 935 Turbo 


Bob Wollek 
John Fitzpatrick 
2.8 Porsche 935 Turbo 


Bob Wollek 
John Fitzpatrick 


2.8 Porsche 935 Turbo 
George Follmer 
Brett Lunger 
2.8 Porsche 935 Turbo 
Eddie Cheever 
Gilles Villeneuve 
2.0 BMW 320i 


Manfred Schurti 
Edgar Doren 


2.8 Porsche 935 Turbo 


cstue tt - 


is way to victory at the Nurburgring. Below: Several rapid 
Porsche 934s contested the WCM rounds, including this one driven by Vittorio Brambilla at Silverstone. Robin 
Hamilton’s Aston Martin follows. 


WORLD CHAMPIONSHIP OF MAKES 


THIRD 


* Reinhold Jést 
Bob Wollek 
Albrecht Krebs 
2.8 Porsche 935 Turbo 


Vittorio Coggiola 
Piero Monticore 


2.8 Porsche 935 Turbo 


Rolf Stommeien 
Toine Hezemans 
2.8 Porsche 935 Turbo 


Marc Surer 
Manfred Winkelhock 


2.0 BMW 320i 


Hurley Haywood 
Bob Hagestad 
3.0 Porsche Carrera RSR 


Bob Tullius 
Brian Furstenal 
5.3 Jaguar XJS 


Franz Konrad 
Bob Wollek 
Reimhold Jést 
2.8 Porsche 935 Turbo 


Marc Surer 
Eddie Chsever 
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GROUP 5 continued 


After overheating problems inside the cockpit 
at its first race, Ickx then went out and won the 
all-important Hockenheim Grand Prix support- 
ing event. Although Porsche claim that they are 
in the big car market and that they do not 
intend a serious programme with the ‘baby’ 
Porsche, it is unlikely that they will leave it 
sitting in the factory if it looks as though BMW 
might take away their title by winning every 
round of the recently introduced 2-litre class of 
the World Championship of Makes races next 
year, which they intend to contest with a three- 
car, 2-litre team. 


The BMW 320i is the same as the McLaren- 
BMW prepared IMSA cars which raced in the 
American rounds of the championship, while at 
the Brands Hatch round BMW ran a McLaren 
developed turbocharged 320i which proved to 
be exceptionally closely matched to the Porsche 
in practice—only its race début came to an 
abrupt halt after just four laps when Stuck slid 
off in the wet. In fact, the car could have been 
repaired and raced again after the race was 
stopped because of torrential rain, but by that 
time Stuck, Ronnie Peterson and BMW’s Com- 
petition Manager Jochen Neerpasch had al- 
ready headed home to Germany. 


It was a try-out for a single car which BMW 
will run at some races next year should it be 
needed to take some of Porsche’s points away 
in the ‘big’ class. 

While the 1978 season will still not provide 
the sort of competition that was hoped for from 
the formula, three works BMWs, no doubt 
being shared by German series 2-litre class 
winner Manfred Winkelhock and his other 
BMW Junior Team members Eddie Cheever 
and Marc Surer, should prove an irteresting 
addition to the Porsche dominated fields; so, 
too, will the performances of the turbo 320i 
chassis when it runs. Hopefully, the switch from 
the German championship to the World Cham- 
pionship of Makes by BMW next season might 
also encourage other successful 2-litre teams 
like the Zakspeed Fords to take part too. 


Porsche have already: announced their inten- 
tion to leave the main Porsche effort in the 
hands of their customer teams, in order to 
concentrate on the development of their 935 
chassis for the big battle in 1979—although it is 
highly unlikely that they will sit back and watch 
BMW take the championship title if towards 
the end of the season they look like losing it. 

Whatever happens, it must be a better year 
than this one. 


(G5) 


FOURTH 


George Dyer 
Brad Frisselle 


3.0 Porsche Carrera RSR 


Arturo Merzario 
Giuseppe Bianco 


3.0 Porsche 934 Turbo 


Ronnie Peterson 
Helmut Kelleners 
2.0 BMW 320i 


Franz Konrad 
Paul Keller 


2.8 Porsche 935 Turbo 


Dick Barbour 
Johnny Rutherford 
3.0 Porsche Carrera RSR 


Elliot-Forbes-Robinson 
Tom Spalding 
2.8 Porsche 934 Turbo 


Bob Wollek 
Nick Faure 


2.8 Porsche 935 Turbo 


Claude 2c 
Werner Christmann 
Bot Wollex 
28 Porscte 335 Tuto 


FIFTH 


Paul Newman 
Elliot Forbes-Robinson 
Milt Minter 
4.4 Ferrari Daytona 


“Amphicar” 
Luigi Moreschi 


3.0 Porsche Carrera 


Franz Konrad 
Peter Hahniein 
2.8 Porsche 935 Turbo 


Dieter Scharnstein 
Gétz von Tschirnhaus 


2.8 Porsche 934/5 Turbo 


Ted Field 
Danny Ongais 
2.8 Porsche 934 Turbo 


Klaus Bytzek 
Rudg Bartling 
3.0 Porsche Carrera RSR 


Eberhard Sindel 
Gunther Steckkonig 


2.8 Porsche 935 Turbo 


Volkert Mer! 
Petr Hahciem 


28 Porsche S35 Tuto 


SIXTH 


Lyn St. James 
John Carusso 
Emory Donaldson 
7.0 Chevrolet Corvette 


Klaus Utz 
Rolf Blind 


3.0 Porsche Carrera 


Martino Finotto 
Carlo Facetti 
2.8 Porsche 935 Turbo 


Manfred Schurti 
Helmut Kelleners 


2.8 Porsche 935 Turbo 


Peter Gregg 
Ciaude Baliot-Lena 
2.8 Porsche 934 Turbo 


Jerry Shaw 
Bud Meister 
Porsche Carrera RSA 


Claude Haidi 
Angelo Pallavicas 


Manfred Winkelhock slides his Faltz BMW 320i, shared by Tom Walkinshaw, at Brands Hatch. Below: 
Silverstone 6 Hours pitstop for the Ronnie Peterson/Helmut Kelleners Jigermeister-backed car. 


WORLD SPORTS CAR CHAMPIONSHIP (G6) 


GROUP 6 . 


Art versus 
Vittorio 


Even if it was just an Alfa demonstration event. 
it could have been a lot worse. Alfa Romeos 
team manager thankfully left the two “star 
drivers of the team, Arturo Merzario and 
Vittorio Brambilla to make it a personal battle 
for pole position and the race, the final score 
being a draw, four each on both counts. Maybe 
it was all part of the show, but either way @ 
provided the only bright spot in what was 
otherwise a-deadly dull season. Fist waving. 
driving into each other, spins and jump-starts 
were all part of the game and the spectators. 
what few their were, loved it. 

There was nothing much new about the cars 
themselves, except right at the end of the 
season at the final race at Salzburg, when 
Merzario fielded the long awaited turbocharged 
Alfa Romeo which, although quicker in top 
speed than the normally aspirated flat-12 en- 
gine, proved slower overall because of the 
additional problems it created (like being over- 
weight and under braked) plus tyre problems. It 
gave, however, useful information to be stored 
away with regard to a turbo Alfa Romeo engime 
in Formula 1 in the future, the whole point of 
the exercise. ; 

At Dijon, the opening race, John Watson 
and Jean-Pierre Jarier shared the driving with 
Merzario and Brambilla, but from then on a 
fourth driver for the short three-hour races was 
unnecessary, so Watson (unmatched physically 
to the other three shorter drivers) stood down. 
and when a third driver was needed, Jarier took 
over, sharing with Merzario the winning car on 


.two occasions, at Dijon and Ricard. When 


races looked like being cancelled (and with 
them the whole championship) because organ- 
isers were simply not willing to pay any decent 
money to competitors, and therefore had very 
few entries, Alfa Romeo brought along a third 
car to make up the numbers, that being shared 
by Giorgio Francia and Spartaco Dini. 

When Francia was not driving for Alfa Ro- 
meo he was driving the semi-works Osella- 
BMW PAS 2-litre car, and was by far the 
quickest of the 2-litre runners throughout the 
season. He scored well over half of Osella’s 73 
points total with two second places and a third 
behind the Alfas, while at Dijon, when Francia 


> 


DATE/VENUE FIRST SECOND THIRD FOURTH FIFTH SIXTH 
Dijon Arturo Merzario . “Amphicar” Alain de Cadenet Giovanni Bormida Michel Pignard Sandro Plastina 
(France) Jean-Pierre Jarier Giuseppi Virgilio Ernst Berg Ermano Pettiti Jean-Louis Bos . Mario Luini 
April 17 : Fred Stalder Jean-Pierre Pochon 
Alfa Romeo 33SC12 Osella-BMW PA5 Lola-FVD T2945 Osella-BMW PA5 Shere ROC B36 Cheetah-BMW G601 
Monza Vittorio Brambilla Giorgio Francia Danilo Tesini Peter Hoffman Gabriella Cioti Giorgio Schoen 
(italy) “Gianfranco” Luigi Coizani “Pal Joe” 
April 25 Alfa Romeo 33SC12 Osella-BMW PA5 Osella-BMW PA5 5.0 McLaren M8F Osella-BMW PA4 Osella-BMW PA5 
Vallelunga Vittorio Brambilla Arturo Merzario Giorgio Francia Claudio Francisi “Amphicar” Danilo Tesini 
(Italy) Luigi Moreschi “Gianfranco” 
May 29 Alfa Romeo 33SC12 Alfa Romeo 33SC12 Osella-BMW PA5 Chevron B31 Osella-BMW PAS Osella-BMW PA5 
Enna Arturo Merzario Eugen Strahl! Pasquale Anastasio Fabio Silipranti Mario Casoni Adelino Zenone 
{italy) Peter Bernhard Giampaolo Cerorao Castro - Corrado Manfredini de Bartoli 
June 19 Alfa Romeo 33SC12 Sauber-BMW C5 Osella-Armaroli PAS Chevron B26 Lola T294 Osella PA4 
Estoril Arturo Merzario Vittorio Brambilla Giorgio Francia Chris Craft Eugen Strahl lan Bracey 
(Portugal) Spartaco Dini : Peter Bernhard Tony Birchenough 
July 10 Alfa Romeo 33SC12 Alfa Romeo 33SC12 Alfa Romeo 33SC12 Loia-BDG T296 Sauber-BMW C5 Lola-BDG T290/4 
Paul Ricard Arturo Merzario Jérg Obermoser Jean-Pierre Jaussaud Tony Charnell Eugen Strahl Georges Morand 
(France) Jean-Pierre Jarier Pierre-Francois Rousselot Jacques Henry Robin Smith Peter Bernhard Frederick Alliot 
Christian Blanc 
July 24 Alfa Romeo 33SC12 Toj-DFV SCO1 Chevron-Chrysier ROC B31 Chevron-FVC B31 Sauber-BMW C5 Lola-BDG T296 
mola Vittorio Brambilla Giorgio Francia Lella Lombardi Francesco Cerulli-irelli Renzo Zorzi . Duilio Ghislotti 
(italy) : Giovanni Anzetone Giuseppe Piazzi Romeo Camathias 
September 4 Alfa Romeo 33SC12 Osella-BMW PAS Osella4 BMW PAS AMS 277 Chevron B36 Lola-Ford T296 
Setrbursgring Vittorio Brambiiia Asturo Merzario Spartaco Dini Guy Edwards Herbert Maller 
(Aust Giorgio Francia Ray Mallock 
Septe moe ~: A®a Romeo 33SC12 Alfa Romeo 33SC3 Turbo Alta Romeo 33SC12 Lola-BDG T296 March-BMW 76S 


The Toj-DFV was often as fast as the Alfas, although it lacked reliability. Here Obermoser chases Merzario at Paul Ricard. . 


GROUP 6 continued 


dropped out with fuel injection problems, 
‘‘Amphicar’’/Virgillio Osetta took another sec- 
ond place for the Osella marque, assuring them 
of a comfortable second overall placing in the 
championship and the 2-litre cup. 

Alfa Romeo’s only real opposition, however, 
came, not surprisingly, from one of the few 3- 
litre cars seen regularly in the championship. 
That was Jorg Obermoser’s Toj, which at the 


Above: Chris Craft took the Ultramar/Rizla Lola-BDX T296 to a fine debut 2-litre win at Estoril. Below: Reinhold 
Jost enlisted the help of Brett Lunger in his heavily modified Porsche 908/3 turbo at Monza. 


start of the year looked like giving Alfa Romeo 
a real run for their money with Rolf Stommelen 
at the wheel. Stommelen chased the Alfas hard 
during the first hour of the first race at Dijon, 
taking the lead by a comfortable margin when 
the Alfas made long pitstops. Unfortunately the 
battle was decided a few laps later when Stom- 
melen dropped out of the race with a gearbox 
oil leak. At Monza, the next race, he also gave 
the Alfas a hard time, but there it was a fuel 
metering unit problem that put him out of the 


race. 


In fact, the Toj-DFV, although often as quick 7 
or quicker than the Alfa Romeos with the right 
driver, never had the reliability to match their 
results, the only placing for the Toj team all 
season being a second at Paul Ricard, with 
Obermoser himself driving with French jour- 
nalist Pierre-Francois Rousselot. Stommelen | 
stopped driving for the team after the first 
couple of races; after that, what had started off 
looking like a possible serious threat to Alfa 
degenerated into a disjointed effort that left 
Alfa no opposition at all in the class, and an 
easy road to victory. - 

The only Porsche opposition Alfa Romeo | 
saw was not last year’s works car and champion- 
ship winner, but the faithful old Porsche 908/3s 
or Reinhold Jést. These cars did the first two 
races and added interest to the series, but did 
not appear again after Monza, Brett Lunger 
shared the wheel there, but the engine went 
sick and presumably Jést did not feel for future 
races that the outlay was worth the return. 

The G6 championship was kept alive this 
year by the enthusiasm of a whole host of 
private 2-litre entrants, the class still as popular 
as ever even though it is several seasons since 
the FIA killed off the European 2-litre sports 
car championship for these cars. 

There were regular entries from the Swiss 
made Sauber and Cheetah chassis, the English 
Chevron and Lola and the Italian AMS and 
Osella, most of them very well prepared. 

The 2-litre runners were racing for next to no 
start and prize money, yet there were always 
good entries, underlining the popularity of the 
class and sports car racing in general. All it 
needs is the right formula and a decent series of 
races, and G6 racing can become as popular as 
it ever was. Plans are afoot to draw up an 
‘anything goes’ series with races split betweem | 
North America and Europe. Should it get of 
the ground, then G6 might well regain is 
former glory. Should it fail, then a lot of teams* 
will be faced with two choices: ‘retire’, or ™ 
support a second-rate series of international 
‘club’ races. The latter is bound to fail withow= 
the necessary financial support to keep it gomg, 
and nobody willing to invest money into Bw 
equipment, for which the only worthwhile race 
of the year would be the Le Mans 24 Hours. 
The vast price jump between racing G6 and G5 
cars competitively would rule out the chances of 
many competitors switching from one to the 
other. A much needed and interesting class OF 4 
circuit racing would be gone altogether, except 
on a strictly national scale. 


‘& 


WORLD CHAMPIONSHIP 
OF MAKES (G5) 
. Porsche 
. BMW 
. Jaguar 
. Ferrari 
Chevrolet 
. Lancia 
7. Ford 


WORLD SPORTS CAR 
CHAMPIONSHIP (G6) 

. Alfa Romeo 

. Osella 

. Lola 

. Chevron 

. Sauber 

. Toj 

. AMS 

. McLaren 

etc 


Above: Le Mans was Porsche’s most pleasing triumph of the season, their 936 winning with Jacky Ickx/Jurgen 
Barth/Hurley Haywood doing the driving. Below: The French challenge from Alpine-Renault failed (left), but the 
British de Cadenet Lola, crewed by Chris Craft/Alain de Cadenet, scored a fine fifth placing. 
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LE MANS 


Exception to 
therule | 


While both G5 and G6 racing are struggling to 
stay alive individually, they could not be in 
better health if you take the Le Mans 24 Hours 
as a guideline. What make Le Mans a success 
when other races fail? Therein lies the answer 
to the whole question of sports car racing. 

Certainly it has a tradition and an atmo- 
sphere like no other race in the world, but that, 
I’m sure, is not the only reason behind its 
immense popularity which has made it one of 
the most important fixtures on the motor racing 
calendar. ‘‘You can fool some of the people 
some of the time, but you can’t fool all of the 
people all of the time’’, somebody once said, 
and that remark rings true especially at Le 
Mans. When the Automobile Club de l’Ouest 
organisers did things the FIA way, they were 
rewarded with diminishing crowds and interest 
which could so easily have seen Le Mans go the 
same way as sports car racing has in general. 
Where the Le Man’s tradition and prestige did 
help, however, was that the organisers still had 
sufficient ‘pull’ to say, ““OK, we’ll do it our way, 
we would rather have a race that people will 
come and see than an official championship 
race which they won’t.”’ The race still had the 
reputation to attract the big teams with or 
without championship points at stake, and by 
mixing all types of two- and four-seater cars 
into one race, with a sensible set of rules and 
incentives for all the competitors, both the 
public and the competitors got some worth- 
while racing which, as Porsche themselves said 
at the end of the season, was the only race of 
the year which gave them any satisfaction to 
win. 

If Le Mans can work once, then why not 
again at other race circuits, where shorter six- 
hour races would provide the same interest, 
only in a more concentrated form? 

Organisers of races need an alternative to 
Formula 1 which is already able to dictate its 
own terms because of a lack of any suitable 
replacement. Sports car racing, run and organ- 
ised in the same shrewd way as Formula 1, 
could easily be that replacement, attracting 
even more top-line drivers than are spread too 
thinly through the non-single seater formula at 
the moment 

Surely a'World Championship won either by 
class results or outright wins in front of big 
crowds and with worldwide recognition means 
so much more than the world titles won by 
Porsche and Alfa Romeo this season. Porsche 
have proved it, by winning Le Mans for two 
consecutive years and’ trying hard for a third, 
while Renault would like to, too... . 

Perhaps next year, when the high-ups of the 
CSI and FIA et al pick their way through that 
200,000-strong crowd on their way back to their 
Le Mans hotels for a good night’s sleep after a 


heavy day’s drinking, they might just take the : 


time out to think why there are 200,000 people 
blocking their way, and do something about 
getting those same people to a few more sports 
car races each year. It would not be that 
difficult, but Group 5 racing on its own is only 
half the answer. Oo 


The Paul Ricard 500 Kms Group 6 race in July proved 
to be a typical Brambilla/Merzario straight fight—as 


was obvious from the start when the Alfa Oreo 
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No more 
excitement 
with BMW 


For many years, I have looked forward with 
eager anticipation to my road tests of the big 
six-cylinder BMWs. Plenty of motoring at over 
130mph keeps one’s reactions in trim and 0- 
60mph acceleration in 7.5s ensures safe and 
rapid overtaking of anything on wheels that is 
likely to be around. 

Unfortunately, all that exciternent is now in 
the past tense, for the big BMW has gone up- 
market. The new 7-series cars are designed to 
appeal to the wealthy industrialist, the business 
executive, in fact the man who has arrived and 
wants an impressive car to proclaim the fact. A 
couple of decades ago, he would certainly have 
kept a chauffeur, but now that he drives him- 
self, he knows what he wants and his priorities 
are not quite the same as those of the motoring 
enthusiast. As enthusiasts are notoriously impe- 
cunious, BMW have done well to ignore their 
preferences and go where the big money is. 

It is therefore idle to compare the earlier 3- 
litre models with a large luxury car which is 
some 5 ins wider and 5 cwt heavier. The BMW 
is still a fast car, probably having more speed 
than its wealthy owner will ever employ, but 
while it used to look comparatively inconspic- 
uous, it now has an air of magnificence in 
keeping with its high price. 

Let us, therefore, compare the 730 with the 
company it will keep, rather than with its racy 
ancestors. The manual-transmission car, which 
I was expecting, had met with some misfortune, 
and so I received the automatic version. As the 
great majority of costly cars are now so 
equipped, this was perhaps just as well, for 
even in automatic form the 730 can comfortably 
leave the other luxury marques well behind, 
barring a few with much larger engines. 

On entering the 730, one is at once struck by 
the spaciousness of the’ interior, rather like 
one’s first flight in a Jumbo Jet. The front 
passenger seems a long way away and somehow 
there is an atmosphere of club armchairs and 
cigar smoke. All the controls move with light- 
ness and precision but the extra width perhaps 
discourages a too lighthearted approach to 
traffic driving. The driver has a good all-round 
view, except that it takes practice to judge the 
length of the tail when reversing. Personally, I 
find the seats too hard, but as I know that some 
people prefer them that way,.I shall say no 
more. . 

Most owners will probably use this BMW for 
long journeys and it is the sort of car that one 
can drive at 100mph while discussing business 
affairs with one’s colleagues. The big machine 


rides the motorways effortlessly and its very: 


large petrol tank avoids too many stops. My 


facing page 


Outwardly, the new ‘7’-series BMWs resemble the 
older ‘6’-models at first glance although, on closer 
inspection, one notices that they share an all-new 
four door saloon bodyshell. The lines are, of course, 
unmistakably BMW and, in fact, the 733i, 730 and 
728 models can only be identified externally by the 
badges. Top: The front end features.a similar four- 
headlamp configuration as seen on the ‘6’-series 
machines and an integral air-dam sits purposefully 
beneath the bumper. Centre: The smooth lines of 
the 730 are ately by ihe ss ee ancl 


wheets. Becmor:- The iail is attractive too. 
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automatic transmission. 


camshaft. solex 4-barrel carburetter. 


3.45 to 1. 


steel wheels, fitted 205/70-14 tyres. 


warning. Reversing lights. 


cwt. 


The engine is fairly conspicuous. 


Car Tested: BMW 730 4-door saloon, price £10,965 with 


Engine: Six-cylinders in line 89x8O0mm (2986cc). Compression 
ratio 9 to 1. 184bhp at 5800 rpm. Single chain-driven overhead 


Transmission: Fiuid torque converter and ZF3-speed automat- 
ic geabox, ratios 1.0, 1.47, and 2.47 to 1. Hypoid final drive, ratio 


Chassis: Combined steel body and chassis. MacPherson 
independent front suspension with anti-roll bar. ZF power-assisted 
recirculating-ball steering. Independent rear suspension by semi- 
trailing arms and coil springs. Dual- -circuit disc brakes, ventilated in 
front, sharing hydraulic high-pressure pump with steering. Bolt-on 


Equipment: 12-volt lighting and starting. Speedometer, Rev- 
counter. Water temperature and fuel gauges. Clock. Heating, 
demisting, and ventilation system with heated rear window. 
Electrically-operated door windows. Central door locking. 7-func- 
tion safety check panel. 2-speed and intermittent windscreen 
wipers and washers. Flashing direction indicators with hazard 


Dimensions: Wheelbase 9ft 2ins. Track 4ft 11.1ins/4ft 11.7ins. 
Overall length 15ft 11.3ins. Width 5ft 10.9ins. Weight 1 ton 12.5 


’ The interior is spacious, and ere: isan Gingaphiere. of club armchairs. 


Specification and performance data 


overall consumption figure of 17mpg includes 
the flat-out driving during performance testing. 
so something nearer 20mpg may be anticipated. 
which compares well with most competitive 
makes. 

While the 730 travels smoothly on good 
roads, the suspension tends to fidget a little on 
inferior surfaces and some thumping is occa- 
sionally heard. The car gets through corners 
very effectively, especially having regard to its 
not inconsiderable weight, and though there is 
some understeer, this is never excessive. The 


power-assisted, recirculating-ball steering gear 7 


at first seemed slightly vague, but I came to 
terms with it after using it for a while and the 
effect seemed to disappear. The brakes are 
excellent, showing no sign of fading and having 
instantaneous ‘‘bite’’ in an emergency, even 
when hot. 

It is as a luxury car that the big BMW must be 
judged, and in that context its worst shortcom- 
ing must be excessive wind noise. In the case of 
the test car, this was noticeable at 6(0mph and at 
100mph it had become a shrill gale. It would 


appear that the rather prominent water gutter- © 


ing, which extends right down the screen pillars 
to the scuttle, is to blame. Also, the heating and 
ventilation system, which is of very elaborate 
construction, seemed unable .to supply cool 
breathing air and warm air over the feet simul 
taneously, though I tried the controls in every 
possible position. 

The engine, though not completely silent, 
fairly inconspicuous except when fully ex- 
tended, and such sound as it makes is rather 
pleasant. The ZF automatic transmission is very 
efficient and allows the engine to realise its 
potential. It does tend to change down with 
only the slightest pressure on the accelerator. 
however, which makes the car seem rather 
fussy when driven gently. For faster driving # 
cannot be faulted, and the getaway on a weg 
road is something that would be almost impossi 


- ble to equal with a manual transmission. 


The big BMW has entered the prestige mar- 
ket, where it is certain to do well, for its few 
faults should be easy to cure. In substituting 
more solid virtues for their former performjanae 
image, the manufacturers are probably demon- 
strating considerable foresight. The demand ter 
very fast cars is likely to be limited in the future 
as more and more restrictive legislation & 
passed. Nevertheless, the quicker versions OF 
the earlier BMWs are certain to become collec- 
tors’ items and there’s a strong rumour te 
manufacturers themselves are reconditioning 2 
few of the old lightweight coupes. for favoured 


ustomers 
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GULF LONDON: 


When men were men 


Does fatigue ever seriously attack you on national rallies these days? Do you ever hear people complaining that 
rallies have gone on too long, that they should have had more rest halts? GRAHAM ROBSON looks back to the 
days of the Gulf London Marathons . . . when men were men... . 


The Roger Clark/Jim Porter Comne took the lead in n the Batya pepe Raid were never again hendid on the 1965 Gulf—despite the low starting number. 


At noon on Tuesday, July 2, 1968, a rally 
started from Manchester Airport. At 7pm 
on Friday, July 5—nearly 80 hours and 79 
stages later—it finished. In all that time, 
only one three-hour halt was allocated for 
the crews to rest. That was the famous Gulf 
London Rally of 1968; for sheer grinding 
endurance it still stands out as the toughest 
of all. For concentrated fast motoring, not 
,even the legendary Liege-Sofia-Liege could 
touch that Gulf. On the Liege, after all, the 
first and last days were spent on the 
motorways of Germany, with all the hard 
work squeezed into the Balkans and North- 
ern Italy. On the Gulf, stages came thick 
and fast from start to finish. 

That’s why, when I hear of events being 
compared with the Gulf London, I tend to 
laugh out loud. Modern rally drivers, you 
see, are rather like Bernie’s Grand Prix 
stars. They might think they are perform- 
ing better than their ancestors, but they are 
only doing it for half the time. Was the 
Ulster, with one arduous night’s driving, 
all that bad? Were the complaints about the 
Welsh a few years ago (two nights and one 
full day without rest) really serious? Come 
to think of it, how many of rallying’s young 
heroes really know what endurance motor- 
ing is all about? 


The Gulf London was one on its own. Even in 
the 1960s, when rallies generally were quite a 
bit longer, and when stages were much longer, 
it stood out from the rest. All the flat-out 
motoring was in the forests, mainly the same as 
are used today, and there was the same amount 
of service support around every corner. The 
difference was in the pressure, and the sheer 
mileage. 

The architect of this last of the giant rallies 
was David Seigle-Morris, and he was a res- 
pected member of that most elite of all rally 
drivers’ unions—he had finished a Liége! It was 
his influence on the London Motor Club which 
turned an ordinary night rally into a major 
international. There were only five events spon- 
sored by Gulf—1964 to 1968—and each was 
longer, faster, and more gruelling than the last. 
Each produced a winner who was faster, stron- 
ger and more determined than his rivals. A 
‘poseur’ could not have won, and a forest racer 
would never have lasted the pace. The trick was 
to be there at the start, and at the finish, and to 
be wide awake for the enormously tiring hours 


“in between. 


The Gulf London died young, and more’s the 
pity. It had two problems which could not be 
solved. One was that it was not the property of 
a national club and, therefore, had to take its 
place in the queue for forestry ‘rationing’ when 
that system was introduced. The other was that 
it was sponsored by an oil company—which 
meant that works teams sponsored by rival 


concerns couldn’t enter officially; not that this 
stopped a remarkable number of ‘private’ en- 
tries making all the headlines, but it provoked a 
great deal of embarrassment. The crunch came 
after the 1968 event, and the Gulf died 
forthwith. 
_ Let’s look back briefly to that 1968 rally 
before looking at the way the tradition 
developed. From Manchester, the cars trekked 
down through Wales, into the West Country, 
and deep into Cornwall, before taking their first 
breakfast halt on Haldon Hill, near Exeter, on 
the Wednesday morning. Then it was back into 
Wales, and more stages, before making for 
Manchester and the briefest of rest halts (all 
three hours of it) on the Wednesday night. At 
6.30am on the Thursday the marathon started 
again, with the cars making for North York- 
shire, Kielder, the border country, and south- 
west Scotland. Friday breakfast was not far 
from Stranraer, and the final time control was 
near Carlisle, but the weary survivors still had 
to drag themselves down the M6 to the ceremo- 
nial finish at Manchester on Friday evening. 
The magic, however, was not in the statistics, 
but in the feeling of the event. Competitors 
(and lucky press men) didn’t pay for petrol— 
they found it at Gulf stations, or more often at 
Gulf tankers, dotted around the route. The 
Gulf London is the only rally I can remember 
where I have queued for petrol from a pump 
placed im a forestry clearing im the Forest of 
Dean, and where an attendant would ask very 


kindly if I “had got enough’’. The magic, too, 


was in the motoring, and how much there was | 


of it. Even in 1965, for example, when the 
heavy hand of government control was about to 
descend on rallying, Seigle-Morris was not only 
about to organise a marathon, but a fast mara- 
thon as well. It was he who decided that if the 
stages were set at 50mph, then he might as well 
include that target time as part of the road 
section too. This meant that if the road section 
mileage was set at 30mph, and the stage part of 


that road section was set at 50mph, then the’ 


resulting target speed from main time control to 
main time control was about 40mph. 

The trouble was that he thought it wise not to 
explain this too carefully in the regulations (in 
case anyone should object!) and the result was 
that crews began to run out of time even before 
mechanical troubles had intervened. On that 
particular Gulf, there were only 17 finishers and 
most were eliminated after the first day! It was 
a rally where Seigle-Morris made sure that he 
checked everything on the ground personally— 
and to do this he usually borrowed an Aston 
Martin DB6 from his father-in-law! To do that 
sort of job you needed something really quick, 
and to be a press man it wasn’t much easier. In 
1965 I had competed (with Roy Fidler in a 
works Triumph 2000) and in 1966 I followed the 
event in my Renault 16. By then I had learned 
the problem. For 1967 I borrowed a 4.2-litre 
2+2 E-type, and for the last of all I thought it 
wise to have a Porsche 911T! 

' The stages, too, were real stages. There was 
none of this two or three minute sprinting, so 
beloved of latter-day organisers who have their 
computers and their forestry fees to consider. 
In 1967, for instance, where 61 stages were 
scheduled, and where only 47 cars finished from 
‘the 120 starters, how about these for target 
times for the four longest stages?: Dovey, 36 
minutes lsec; Cairr Edward, 37min 39sec; 
Chirdonhead (Kielder), 29min 45sec; Allerston 
(Dalby), 41min 25sec ... . on the same event, 
incidentally, 10 other stages had target times of 
more than 10 minutes, all at a blanket SOmph 
average. 

The stage mileage, too, was much higher 
than we see today, even on the heavily-spon- 
sored RAC Rally, as fees were either low or 
non-existent. In 1968, following a 15-lap (or 
half-hour) blind around Oulton Park, crews 
were faced with total stage mileages of more 
than 500—and that was only at the official 
measurements. There was as much clipping of 
targets then as there is today, even though the 
method was as discreet as ever. , 

It is nonsense, too, to suggest that the cars 
‘were not being driven as hard as they would be 
driven today, or that the drivers were not as 
skilled. Ask Roger Clark, Tony Fall, Bjorn 
Waldegaard, and others still in top-grade rally- 
ing what they remember, and watch the way 
they all develop soppy grins at the thought. The 
duels in 1966 between Tony Fall’s 1275 Cooper 
S and Ake Andersson’s Saab Sport; in 1967 
between the two Anderssons (Ove in Lotus- 
Cortina and Ake in Porsche 911), and in 1968 
between Waldegaard and Ake Andersson 
(Porsche 911s) and Ove Andersson (Ford Es- 
cort Twin-Cam)—all in fully-fledged works cars 
in spite of what the entry list might have said— 
were as mind- boggling as anything I have seen 


in the 1970s. 
It was rallies like the Gulf London (and—in 


Europe—iike the last of the great Alpines) 
which sorted out the men from the dressed-up 
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Top: Having soiled his Triumph 2000, Roy Filler: continues minus iakecietes in 1967. Above: Bobat Soderstrom 
at Brecon with one of the first Escorts in 1968. Below: Chris Coburn/Rodney Spokes, also in 1968. 
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“Modern rally drivers are rather like 
Bernie’s Grand Prix stars. They 
might think they are performing 
better than their ancestors, but they 
are only doing it for half the time.” 


‘poseurs’, the fit from the merely brave. As 
Tony Fall once told me, a short time ago: “A 
lot of these young bloods could beat.us over a 
day, or even over 24 hours, but it was on the 
second or especially the third nights, when we 
were still tail-out, racing, and trying as hard as 
ever, that it really counted’’. 

Even now, I find it hard to encapsulate the 
exciting and dragging drama of the Gulf Lon- 
dons. The first night and day were like any 
other rally—except for the speeds and the 
momentum, which continued to build-up. Only 
the superb results service (this, don’t forget, 
was in the days before computer systems, when 
only John Lewsey and Ken Part knew how to 
run a proper manual service properly), the Gulf 
petrol tankers found in the most unexpected 
places, and the awesome challenge of it all, 
were unique. 

But the second day came—and when you 
were looking for a night in bed there was only 
the chance of a three-hour rest. In 1965 and 
1966 even, when the event was a mere 48 hours, 
there was no rest halt at all. In 1967 you could 
grab three hours in the car at Oulton Park, and 
in 1968 there was the luxury of a hotel bed back 
in Manchester. But it wasn’t enough to drive 
away that aching fatigue and there was always 
the brooding knowledge of all those enormous 
Yorkshire, Kielder and Galloway stages still to 
come. 

Manchester’ s Airport Hotel in 1968 looked 
very much like the retreat from Moscow, with 
dirty bodies prone on the lounge floor, some 
with wake-up times on paper tied to their 


,overalls, some with watchful service crews 


guarding their precious privacy. 

David Seigle-Morris’s first London Rally was 
in 1962, with stages tacked on to the end of the 
event’s traditional night-navigation runs. The 
writer won the event for John Sprinzel’s TR3 on 
the road, but lost it for him on the selectives 
with a simple navigational error, and it was 
Brian Harper’s Sebring Sprite which took the 
prize. 

‘There was no event in 1963—the club was 
preparing for 1964—and a year later the first 
Gulf-sponsored event took place. Apart from 
the luxury of four starting points, it was the 
mixture as before, with navigation and selec- 
tives intermingled. Unsurprisingly, it was Ray 
Peters and Barrie Hughes who triumphed, in a 
rally dominated. by the regulars of the Motoring 
News championship, which was the main series 
at the beginning of the 1960s. 

For 1965 it was all very different. Seigle- 
Morris who had at last gained his forestry 
allocation, celebrated with 36 stages totalling 
350 miles. This was the first of the marathons— 
1400 miles in 45 hours without official halts at 
all, which included a trek back into London on 
a summer Saturday afternoon. Roger Clark, in 
his famous Cortina GT (2 ANR), won this one, 
having started at 64 after a marathon re-build 
took him too long to take up his usual starting 
position at the front. Not that this mattered 
after a time, as the killing pressure decimated 
the field within hours. 

1966 was once again London to London in 48 
hours, with the same format, and this time with 
Dovey forest stage at 30 miles and Allerston 
(we now call it Dalby) at 40 miles to provide the 
eal racing marathons. It was to be Ake 
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Andersson’s rally in a borrowed ‘works’ two- 
stroke Saab Sport with Pat Moss-Carlsson’s 
sister Saab behind him and Bjorn Waldegaard 
(in a VW 1600TL) following in third place. 

The last two, phenomenally long, Gulf Lon- 
dons occupied three complete days and 
nights—Tuesday to Friday, in the heat of June, 
and only a couple of weeks after the Scottish 
had done its best to ruin Britain’s best rally 
cars. Tackling a 40-mile stage in Yorkshire is 
difficult enough, even when you’re fresh. The 
pace and the teeth-gritting competition of these 
rallies is proved by Ake Andersson’s Porsche 
time in Allerston (Dalby) in 1967—when he 
beat the pruned 50mph target by nearly three 
minutes . . . and this was on the third night of 
the event! 

So next time you hear anyone complaining 
about a rally which is nearly 36 hours long 


remind him that on the biggest and best of them, 


all, he would still not really be half way round, 
and that there might still be another 300 miles 
of stages to go. Will we ever see its like again? 


“Manchester’s Airport Hotel in 
1968 looked very much like the 
retreat from Moscow, with dirty 
bodies prone on the lounge floor, 


some with wake-up times on paper - 


tied to their overalls, some with 
watchful service crews guarding 
their precious privacy.” 


GULF LONDON RALLY—1964/68 


THE ROLL OF HONOUR 


R. Peters/B. Hughes (Cooper S) 

D. Friswell/K. Binns (Cooper S) 

G. Bloom/A. Taylor (Cooper S) 
*National Permit 


R. Clark/J. Porter (Cortina GT) 
J. Larsson/B. Petersson (Saab Sport) 
B. Melia/G. Davies (Cortina GT) 


A. Andersson/S. Svedberg (Saab Sport) 
Mrs P. Moss-Carlsson/Miss L. Nystrom (Saab Sport) 
B. Waldegaard/B. Ericsson (VW 1600TL) 


O. Andersson/J. Davenport (Ford Lotus-Cortina) 
B. Waldegaard/L. Helmer (Porsche 911) 
A. Andersson/S. Svedberg (Porsche (911) 


A. Andersson/S. Svedberg (Porsche 911L) 
O. Andersson/J. Davenport (Ford Escort Twin-Cam) 
C. Orenius/G. Schroderheim (Saab V4) 


Reynard 
export 
business 


Following the success of the two Dav- 
ron-built Reynards of Jeremy Rossiter 
and Steve Farthing in 1977, the Buck- 
ingham-based concern is currently en- 
gaged in building a pair of Adrian 
Reynard’s cars for Dutch drivers and 
have just completed a FF1600 version 
for the Londoner Pierre Follari. The 
new chassis have a greatly altered ap- 
pearance with a number of develop- 
ments aimed at continuing the ranges’s 
success next year. Davron’s agents in 
the Benelux countries, Jan Bik Racing, 
have been helping to promote the new 
range in Europe at a show organised by 
the Ghent Racing Club. 


New FSV Lola testing 


Seen testing at Snetterton recently was the new Lola T620 Super Vee car fitted with 
the 1978-specification water-cooled engine (below). In the hands of Lola’s Sales 
Manager, Mike Blanchet, the car lapped way under the existing FSV lap record 
and close to competitive F3 times despite the very cold conditions and barely warm 
tyres. It appeared with this year’s F3 T570 bodywork as the new moulds are still 
being produced. As the artist’s impression (above) shows, the T620 is based onan 
all-new, wider monocoque which will also be utilised on the T670 F3 car for 1978 
although the rest of the car is pure FSV, the suspension being designed to suit the 
latest-specification tyres. Deliveries start later this month and, although most 
chassis are destined for export a few are being ‘reserved’ for the home market. 


Following Alex Ferrada’s recent trip 
to Belgium with Ron Washer of Dav- 
ron, on which they transported Club- 
mans Register Secretary Stuart Glass’s 
Pink Panther to the Ghent Show, there 
is a distinct possibility that a race for the 
Supersports cars may be organised at 
Zandvoort or Zolder next year. Local 
interest in the Panther was phenomenal 
with the visitors, having never seen 
such a car, wondering whether it was a 
dragster or an F1 car! 


Racing shells 
for Marcos 


D&H Fibreglass Techniques, the com- 
pany which markets the Mini Marcos in 
Oldham, are now producing competi- 
tion shells as used by BRSCC mod- 
sports championship class-winner Ste- 
ven Roberts in 1977. Harold Dermott 
of D&H (the only manufacturers sup- 
porting modsports at present) firmly 
believes that ‘racing improves the 
breed’ and thus is already incorporating 
lessons learned on the track on the 
production cars. The rear spoiler has 
proved so successful that it is now an 
option for road versions while the one- 
piece front incorporating the huge air- 


production. The company has recently 
appointed an agent in Southern Ireland 
who is also keen to participate in the 
thriving modsport category over there. 


Elan for 
Le Mans 


Exciting news this week comes from the 
Davies family who run the Transpeed 
and Speedyspares chain of accessory 
stores along the South coast but are 
perhaps better known for their exploits 
in special saloon racing with the Tran- 
speed Cooper Ss. Although they will 
probably retain the current Mini for 
next season they are keen to campaign 
an Elan in modsports as well. This may 
not sound too extraordinary until one 
hears that they have their eyes on Dave 
Mercer’s ex-Jenvey car with the main 
aim reported to be an attack on Les 
Vingt-quatre Heures du Mans—no 
folks, we kid you not, as staunch sup- 
porters of the French classic the Davies 
| family must have taken on one of the 
most ambitious tasks of 1978—we wish 


t Le Mans in June 


At the recent Jaguar Apprentices Motor Club Dinner, the company’s founder and 
president, Sir William Lyons (right) made a rare public appearance to present Bill 
Pinckney (centre) with the coveted Jaguar ‘Driver of the Year’ award for 1977. 
Previous winners have been John Harper (1974), David Ham (1975) and Graig 
Hinton (1976), Pinckney being the fourth recipient by virtue of his Classic Saloon 
successes with his neatly tu of this year’s Leyland works 


drivers. John Fitzpatrick (left) assisted in the presentation 


dam is currently being considered for 
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|Top fifty 


at star 
trials 


This Saturday is the big day in the 
Sporting Trials calendar—the British 
Grand Prix if you like. Throughout the 
year drivers have been collecting points 
in the Semperit/BTRDA championship 
and on Saturday the top 25 points- 
scorers will do battle for the British 
Experts Gold Star title with the next 25 
doing likewise for the Silver Star award. 
The event is organised by the Kentish 
Border and Maidstone & Mid-Kent 
clubs over an entirely new course imthe 
familiar Boxley area. 

The odds must favour local driver 
Gordon Jackson though (he has been in 
great form recently although he was 
narrowly defeated in the RAC series) 
but, of course, one can never discount 
any of the other seasoned campaigners 
such as Julian Fack, reigning Gold Star 
holder Jack Pearce, Lee Chappell or 
John Hopkins. In the Silver Star trial 
local men Chris Highwood and Brian 
Morris stand an excellent chance and a 
few members of the Irish contingent 
will also be gracing the event. The site 
is near Detling village, just off the 
A249, car parking is plentiful and the 
action starts around 1lam on what 
promises to be a very exciting day’s 
sport. 


Gorne again 


Rick Gorne, the Lincolnshire-based 
driver who has driven the S&G 
Stores-entered Elden in FF2000 this 
season, will stay in the formula next 
year. He is having two Reynard 
SF78 chassis constructed at the Rich- 
ard Dutton Racing workshops, one 
of which is half-built already. Rick 
has obtained sponsorship from Bar- 
ratt Developments, a leading name 
in the housing field, for whom this 
will be the first venture into motor 
sport sponsorship. As well as the 
backing from Barratts, Gorne’s cars 
will be entered by Riccardo Emiliani 
who is Lincoln’s main Lancia dealer. 
He will contest both British cham- 
pionships and selected European 
rounds. A car will make its first 
public appearance at the Donington 
Racing Car Show in J 


Richard Dutton Rac 
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@ The under 17s CC are holding their 
annual AGM/Christmas party at the 
Silverstone clubhouse on Saturday from 
3pm until six-ish. Barrie Williams is 
hoping to drag along a celebrity driver 
to present the cups and other assorted 
prizes. Admission is £1 per head which 
includes the food and use of facilities. 


@ The BARC are offering their bar- 
gain-priced Thruxton seasgn passes 
once again for the 1978 season. The 
cost £12 for club members and £15 each 
for non-members saving the keen spec- 
tator over 50 per cent on normal prices. 
Contact the BARC at Thruxton Cir- 
cuit, near Andover, Hants if you would 
like to take advantage. 


@ The BRMRC (Midland Region) 
Christmas party will be held in Martin’s 
Room, Opposite Lock, Gas Street, Bir- 
mingham on Wednesday, December 14 
at 8pm. Tickets, at £1.50, are available 
from the club at 217, Birmingham 
Road, Shenstone Wood End, Lichfield, 
Staffs. 


@ The Special Saloon Register hold 
their annual dinner/dance at the Post 
House Hotel, Crick, near Rugby on 
Saturday, February 11, 1978 featuring 
the presentation of the 1977 Hitachi 
and SSR trophies. Tickets are very 
limited so to avoid disappointment 
book your tickets early from Mrs Kay 
Goode, Graham Goode Autos, Glen- 
hills Service Station, Aylestone, Leices- 
ter. Tel: 83316. Tickets are £6.50 each 
and overnight accommodation can also 
be booked at reduced rates. 


@ The 1978 Longton & DMC Rally 
Championship starts on December 
17/18 with the Hall Trophy Rally organ- 
ised by Clitheroe & DMC. Registration 
for the series costs £1.50 and there will 
be a maximum of 12 events of which the 


best seven results will count. Details are — 


available from Mr A. Black, 5 Acre 
Grove, Much Hoole, Preston, Lancs. 
Tel: 616189. 


@ The BARC are holding an’ open 
hillclimb forum on Sunday, December 
11 in the circuit press office at Doning- 
ton Park from llam. The discussion 
will be centred upon the 1978 BARC 
Hillclimb series although anyone inter- 
ested will be welcome. A concessionary 
rate will be available for those wishing 
to visit the Donington Collection on the 
same day. 


@ Perhaps the most interesting fea- 
ture, for some, of the TEAC meeting at 
Brands on Sunday will be the starter! It 
would appear, from the draft pro- 
gramme at least, that C.A.S. ‘Tony’ 
Brooks will be doing the honours. 


@ Ron and Edwina Overend’s BRSCC 
Midland Centre party at Mallory Park 
last weekend was an unprecedented 
success, hundreds of drivers, marshals 


* and other luminaries attending includ- 


ing Tim Parnell, soon to take up a 
permanent position at the Leicester- 
shire circuit. Everyone who went will, 
we feel sure, like to thank the Overends 
for their tireless efforts both on the 
circuits, and off them, in 1977. 


@ Pete Northover heads the field in 
the 850 Mini race this weekend in his 
Grand Service Station, Gillingham-en- 
tered machine of only 837cc capacity. 
Despite this obvious handicap the car is 
extremely rapid but will have competi- 
tion from Bob Slessor and Steve Mole 
in his class and Dennis Humphries and 
Stewart Fowler in the Mini 7 category. 


@ The One Eleven MC is holding its 
Bentleys Rally this coming weekend. 
The rally is centred in Sheffield and is 
sponsored by Bentley Brothers (Shef- 
field) Ltd. main Vauxhall and Bedford 
dealers. Local men Neil Collingwood 
and Harold White will be all out for a 


1978. 


@ The great thing about MGCC meet- 
ings at any circuit is the splendid ambi- 


.ence and the enjoyment which all the 


drivers and teams derive from the un- 
hurried programme of events. Every- 
one is racing solely for fun, witness the 
unlikely MGYA of Frank Vautier, the 
beaming Don Smith in his immaculate 
J2 and the incredible T-series cars of 
Gerry Brown and Dave Clewley and 
you can see why these people come 
back year after year for more. 


@ Davron are continuing their plans 
for their own FSV car for 1978, to be 
fitted with one of the recently-accepted 
water-cooled engines. The L978, as it 
has been designated, will start testing in 
a few weeks—the development car hav- 
ing featured on their stand at the Ghent 
Show. 


@ After the year-long rebuild to his 
MGA as detailed in Sports Extra last 
week, Richard McKoen was an unfor- 
tunate non-starter at Brands on Sun- 
day. The problem apparently lay in a 
slight mishap on the road the previous 
week from which the MGA could not 
be repaired in time. Never mind, Rich- 
ard, there’s always next year’s MGCC 
outing! 


@ One unfortunate driver at the 
MGCC event at Brands Hatch last 
weekend was Roy McCarthy, that 
staunch supporter of MGAs, who de- 
stroyed the front nearside corner of his 
smart yellow, aeroscreened example 
against the sleepers at Clearways mid- 
way through his race. 


@ The special saloon event at Brands 
features a mixed bag of machinery in 
the largest-capacity class. The lead bat- 
tle is liable to be between Tony Whib- 
ley’s Team Castrol Firenza and Eddie 
Punt’s beautiful Park Avenue Motors 
Escort-BDG although a pair of Escort 
RSs have been entered as has the Capri 
of Rod Birley. The smaller classes fea- 
ture Mike Chittenden’s Anglia, the 
similar machine of Mike Scott, John 
Watson in a 1293 ‘S’ and the Imps of 
Reg Lewis and John Law of the recent- 
by formed Unicorn Transport team 


Awards over the border 


At a buffet luncheon at Doune recently, the awards for the 1977 Scottish Sprint 
Championship were presented by Mr Jim Durward of Esso. The winning drivers 
with their spoils are, from left to right: Back row; Neil Rodger, William Watt, 
Ricky Gauld, Alistair Carr, Ian Robertson, Alan McGregor, Gordon Bruce, Bill 
Lord, Tom MacMillan, Iain Gardner, Russell Patterson and Mike Wakefield- 
Brand. Front row; Ted .Dzierzek, Overall Champion Norrie Galbraith and Les 
Jones. It was confirmed at the prizegiving that Esso will continue to sponsor the 
series in 1978—which will be known as the Esso Scottish Sprint Championship, 


@ In the FF1600 race at Brands on 
Sunday, Paul Sleeman is scheduled to 
make another appearance in the prom- 
ising Rostron, Simon Sabel should ap- 
pear in his Merlyn, the BHR-Elden is 
handled by Stephen Eldred and Jean- 
Pierre Debacker has another run in Bill 
Shepherd’s Uniclip-Crosslé. 


@ Mark Niblett, having driven his pris- 
tine Porsche Carrera with great gusto at 
last weekend’s MG Car Club meeting, 
returns to Brands on Sunday in the 
modsports race. His opposition in- 
cludes the superb Ginetta of the White- 
gates team, Micki Chittenden’s Midget 
and the Davrian of Pat Longhurst. 


@ The Lancs & Cheshire CC are stag- 
ing their novice half-nighter, the Rally 
Petite, in association with the Knuts- 
ford MC with the sole aim of introduc- 
ing many of their younger members to 
rallying. The event takes place on De- 
cember 17/18. 


@ Making an all too rare appearance 
at Brands last weekend was Dave Bet- 


' tinson in the pretty Speed Typesetting- 


supported Caterham Super Seven. 
Having made a good start in the mod- 


-Sports.race Bettinson gyrated way down 


the field before hurtling through to first 
again with a couple of laps remaining. 
Having passed Steve Everett’s Midget it 
seemed that his problems were over but 
the wily Everett was not going to be 
beaten without a fight. A brief tussle 
ensued until the cars inevitably touched 
on top straight on the approach to the 
flag—the MG continuing to its second 
win of the day while the silver and blue 
projectile careered into the pit wall with 
surprisingly little damage. 


BRANDS HATCH 


Another of the popular winter clubbies 
takes place at the Kent circuit on Sun- 
day, this time with TEAC as the organ- 
ising club. A varied six-race programme 
has been assembled with events for 
Mini 7s, FF1600 (2 races), modsports, 
Minis and special saloons. Racing starts 
at 1.30pm following morning practice 


For details of entry ports Extra 


v) 
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Rodders 
itake on 
‘crossers 


Spedeworth’s Wimbledon Stadium 
hosts the first round of the Hot Rods ¥ 
Rallycross Super Series on Saturday 
with racing from 7.30pm. Spedeworth’s 
team comprises Mick Collard, George 
Polley, Chris Gautrey, Bryan Wright, 
Mickey Hall, Leon Smith, Nigel Mur- 
phy, Colin Facey, Joe Tandy, Dave 
Hitchen, Jerry Wilson and Pete Win- 
stone who are all Ford-mounted (al- 
though Gautrey’s Escort.is powered by 
an MGB unit!). 

The Rallycrossers, who have never 
beaten the Rodders on home territory, 
include Trevor Hopkins (Escort), Tre- 
vor Reeves, Bruce Bamber, Barry 
Hathaway and Graham _ Strugnell 
(Minis), Mick Bird (TR7), Will Gollop 
(Saab), Graham Hathaway and Bruce 
Rushton (Mki Escorts) while Colin 
Richards (Chevette), John Button (Au- 
toconti-VW) and John  Greasley 
(Porsche) are also making the trip. 
Sadly Barry Lee is without a car in 
which to demonstrate his mastery of the 
track and Spedeworth’s own John Clark 
is not appearing for either his ‘home’ 
team or the opposition in his rallycross 
Porsche. The return meeting is at 
Brands Hatch on January 2. 


Driver — 
turns 
builder 


Rob Mason, who has driven George 
Bevan’s 2-litre Ford-engined Stiletto to 
great effect this season has been keep- 
ing himself very busy down Orpington- 
way in recent weeks by building a batch 


_of very special 1-litre Imps. The Mason- 


Imps are based on the Californian 
coupe shell but, unlike many of the 
latest versions, are not space-framed, 
To achieve a similar ‘low-line’ effect, 
though, the sills have been removed 
and the panels re-mated to the steel 
floorpan. The rear suspension is mount- 
ed directly onto the FIA roll cage as are 
the Koni dampers and the engine. The 
lightweight bodyshell features a one- 
piece fibreglass mould from the scuttle 
rearwards, the floorpan adding 
strength. Many race-proven modifica- 
tions have been built-into the cars 
which are sprayed by Mason prior to 
delivery. Rob will also undertake to test 
the car and set it up with the new owner 
or to give expert advice where neededy 
(Rob is currently the holder of the 
850cc, 1000cc, 2500cc and overall lap 
records in the special saloon category at 
Brands Hatch, the first two of which 


‘have yet to be beaten by a space-fragpe 


or Davrian-monoque-based car!). Da- 
vid Enderby has already taken delivery 
of his car having forsaken his 8506e 
Mini while the two cars under construc 
tion are destined for Michael Hollame 


‘(an experienced Imp-racer again with 


backing from Smith Demolition) and 
Vic Lee who this year has raced one of 
the most immaculate Minis ever to 
appear in special saloons. That well 
known Imp-entrepreneur Malcolm 
Johnstone has also showm imterest in the 
car and may well a¢¢ ome o> bess stable 
— ——_- -_-- 


ARC 1978 


‘There are 11 championships on the 


BARC programme for 1978—those de- 
tailed below and the BP Formula 3 


series of which details have already 
been published in Pit & Paddock. The 


Presidents Cup award continues, but it 
is no longer necessary to register. 


BAF 
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FF2000 


British Air Ferries—the Southend- 
based air passenger and cargo subsid- 
iary of the Keegan Group—return to 
BARC Championship sponsorship for 
the fourth time in 1978 with the BAF 
Ford 2000 Championship. The series 
will again be for Formula Ford 2000 
single-seater cars using standard 2-litre 
Ford Cortina engines. It will be run 
over 16 rounds at nine circuits starting 


at Silverstone on April 2. BAF, who 


sponsored the BARC’s Formula Ford 
1600 Championship in 1975, retained 
their links with the Club through their 
Formula Three lap bonus scheme dur- 
ing the 1976 season, and then last year 
put their name to the prestigious Ford 
2000 series. Prize money for the season 
totals £3,975. 

Awards—At each round: 1ist—£85; 
2nd-—-£55; 3rd—£35; 4th—£25; Sth— 
£15; 6th—-£10. At end of season: 1st— 
£200 and BAF Trophy; 2nd—£100; 
3rd—£50; 4th—£25. Points at each 


round: 9-6-4-3-2-1 plus 1 for fastest lap. 
April 2 Silverstone 
April 9 Cadwell Park 
April 30 Donington 
May 1 Thruxton 
May 7 Snetterton 
May 14 Mallory Park 
May 21 Donington 
June 4 Silverstone 
June 11 Brands Hatch 
June 24 Oulton Park 
July 9 Snetterton 

F July 22 ° Oulton Park 
August 13 Snetterton 
September 10 Croft 
October 8 Snetterton 
October 29 Thruxton 


Oceanair 
Clubmans 


For the third consecutive year London 
Airport-based freight company Ocean- 
air are sponsoring the BARC’s Club- 
mans Sports Championship. This is the 
Clubmans ‘B’ series catering for 
Formula  Ford-engined two-seater 
sports cars. The Championship takes 
place over 16 rounds at nine circuits 
during the season. Oceanair backed the 
same series throughout 1976 and 1977. 
Prize money for the season totals 
£1,850. 

Awards—At each round: lst—£36; 


 2nd—£24; 3rd—£16; 4th—£12; 5th— 


£8; 6th—£4. At end of season: 1st—£100 
and Oceanair Trophy; 2nd—£75; 3rd— 
£50; 4th—£25. Points at each round: 9- 


_ 6-4-3-2-1 plus 1 for fastest lap. 


Philips 
Car Radio 
FF1600 


Philips Car Radio, brand leaders in the 
Music on the Move field, are to sponsor 
the BARC Formula Ford Champion- 
ship for the 1978 season. This will be a 
19-round series taking place on nine 
British circuits from March to October. 
Prize money for the Philips Car Radio 
Formula Ford Championship totals 
£5,000. Philips are providing additional 
incentives over and above the prize 
money in the form of bonus points for 
speed towards a separate prize of a 
Philips 26in Colour Television or other 
Philips products to the same value. This 
end-of-season prize will be awarded on 


the basis of points at each round as_ 


below. Competitors in the Champion- 
ship will also be eligible for trade dis- 
counts on a wide range of Philips goods. 

Awards—At each round: 1st—£60; 
2nd—£40; 3rd—£30; 4th—£20; Sth— 
£15; 6th—£10. At end of season: 1st— 
£200; 2nd—£150; 3rd—£100; 4th—£75; 
Sth—£50; 6th—£25. Points at each 
round: 9-6-4-3-2-1 plus 1 for fastest lap. 

Philips bonus speed points at each 


round: Lap record—5; Fastest race 
lap—4; Pole position—3; front row 
qualifiers—2; second row qualifiers—1. 

March 12 Thruxton 

March 27 Thruxton 

April 2 Silverstone 

April 9 Lydden 

April 22 Oulton Park 

May 1 Thruxton 

May 21 Donington 

June 4 Silverstone 

June 25 Cadwell Park - 

July 2 Mallory Park 

July 23 Donington 

August 6 Croft 

August 13 Snetterton 

August 28 Thruxton 

September 3 Silverstone 

September 16 Oulton Park 

October 8 Snetterton 

October 15 Mallory Park 

October 22 Brands Hatch 

October 29 Thruxton 


BARC 
Modsports 


The British Automobile Racing Club— 
longtime champions of modified sports 
car racing—again run a full 16-race 
series for the category in 1978. Prize 
money for the season will total £3,010 
‘at nine circuits from March to October, 
the first round at Thruxton on March 
12. The BARC modsports Champion- 
ship caters for highly-modified sports 
cars based on production road models, 
running four classes. 

Classes: A—Over 2000cc; B—1501cc 
to 2000cc; C-—1151cc to 1500cc; D—Up 
to 1150cc. 

Awards—lIn each class at each round: 
1st—£20; 2nd—-£12; 3rd—£8. At end of 
season: Overall—£100 and Fred Dixon 
Trophy; Other class winners—£50; 2nd 
in each class—£30; 3rd in each class— 
£20. Points in each class at each round: 
4-3-2-1 plus 1 for fastest lap. 


Wendy Wools 


Special Saloon 


Wendy Wools—part of the family- 
owned Carter and Parker Limited 
hand-knit yarn group—are sponsors of 
both 1978 BARC Special Saloon Cham- 
pionships. Wendy Wools are no strang- 
ers to motor sport—in 1975 they spon- 
sored the BARC’s Northern Special 
Saloon Championship, and more re- 
cently have backed individual cars in 
hillclimbing. Carter and Parker’s man- 
aging and marketing director Peter 


Griffin is a BARC Councillor and a> 


leading BARC Yorkshire Centre race 
and rally official, The Wendy Wools 
1000 Plus Championship is for cars 
between 100icc and 2500cc. There are 
16 rounds of the Championship at nine 
British circuits, which caters for highly- 
modified special saloon cars. 

Classes: A—1301cc to 2500cc; B— 
1001cc to 1300cc. 

Awards—In each class at each round: 
Ist—£45; 2nd—£25; 3rd—-£15. At end 
of season: Overall £75 and Trophy; 1st 
other class £50. Points in each class at 
each round: 4-3-2-1 plus 1 for fastest 
lap. 

The Wendy Wools 1000 Champion- 
ship is for cars up to 1000cc and caters 
for highly modified special saloon cars. 
The rounds of both championships 
coincide. 

’ Classes: C—8Sicc to 1000cc; D—Up 
to 850cc. 

Awards—In each class at each round: 
1st—£30; 2nd—£20; 3rd—£10. At end 
of season: Overall £75 and Trophy; 1st 
other class £50. Points in each class at 
each round: 4-3-2-1 plus 1 for fastest 
lap. 


March 12 Thruxton 
April 2 Silverstone 
April 22 Oulton Park 
April 30 Donington 
May 29 Croft 

June 4 Silverstone 
June 11 Donington 
June 24 Oulton Park 
July 9 Silverstone 
July 23 Donington 
August 13 Snetterton 
August 28 Thruxton 
September 3 Silverstone 
October 15 Mallory Park 
October 22 Brands Hatch 
October 29 Thruxton 


Britax 
Prodsaloons 


For the seventh consecutive year Britax 
put their name to the BARC’s prod- 
saloon championship. -Britax Win- 
gard—-a member of BSG Internation- 
al—have encouraged prodsaloon racing 
for unmodified road cars since its incep- 
tion in 1972. The 1978 Britax Cham- 
pionship will feature a record 18 rounds 
at nine British circuits. Prize money for 
the season totals £4,030. 

The four classes will be: 2501cc to 
3000cc; 2001cc to 2500cc; 150icc to 
2000cc; Up to 1500cc. 

Awards—In each class at each round: 
lst—£25; 2nd—£15; 3rd—£10. At end 
of season: Overall £100 and Britax Tro- 
phy; other class winners—£50; 2nd in 
class—£35; 3rd in class—£25. Points in 
each class at each round: 4-3-2-1 plus 1 
for fastest lap. 


March 12 Thruxton 
April 2 Silverstone 
April 9 Cadwell Park 
April 16 Brands Hatch 
Aprii 30 Donington 
May 1 Thruxton 
May 14 Mallory Park 
June 4 Lydden 

June 11 Donington 
June 18 Thruxton 
June 23/24 Oulton Park 
July 9 Snetterton 
August 6 Croft 
September 3 S Wwerstone 
Septernber 70 Maflory Park 
October 6 Snetterton 
Cctoter 23 Trewtor: 


March 12 Thruxton 
April 2 Croft 

April 9 Cadweli Park 
May 1 Thruxton 
May 21 Donington 
June 4 Silverstone 
June 11 Donington 
June 18 Thruxton 
July 9 Snetterton 
July 22 Oulton Park 
August 13 Snetterton 
September 10 Maliory Park 
September 16 Quiton Park 
September 24 Snetterton 
October 15 Maiiory Park 
October 22 Srancs 2n> 


March 12 Thruxton 
April 2 Silverstone 
April 22 Oulton Park 
April 30 Donington 
May 7 Snetterton 
May 14 Mallory Park 
May 21° Donington 
May 29 Thruxton 
June 4 Silverstone 
June 11 Brands Hatch 
June 25 Cadwell Park 
July 2 Mallory Park 
July 22 Oulton Park 
duly 23 Donington 
August 28 Theuxton 
September 16 Cuttor Park 
Segte oer 2< Snemecor 
Cotter 25 Terao 


| Hillclimb 


The BARC Hillclimb Championship 
moves into its 11th season in 1978. It is 
hoped sponsorship is to be announced 
soon with increased prize money. The 
championship will follow the well-tried 
lines of the past ten years with marks 
being gained on improvement on bogey 
times (based on records) within a stan- 
dard set of classes catering for produc- 
tion, modified, sports and single-seater 
cars. The 1977 Championship—won for 
the second year by Charles Barter in a 
1.0 Chrysler Imp—again proved that 
éveryone has an equal chance of the 
title. In addition of the main BARC 
Hillclimb Championship, the subsidiary 
FTD Award series will continue based 
on fastest overall times at each round. 


April 2 Prescott 

April 9 Harewood 
April 23 Pontypool 
April 30 Wiscombe 
May 21 Gurston Down 
May 28 Scammonden 
June 4 Pontypool 
June 18 Loton Park 
July 9 Sheisley Walsh 
July 23 Gurston Down 
July 30 Harewood 
August 20 Loton Park 
September 9 Wiscombe 
September 17 Harewood 


Thoroughbred 
Sports Cars 


Thoroughbred Sports Car racing con- 
tinues under the BARC in 1978 with a 
12-round championship at a number of 
circuits, catering for listed production 


‘sports cars built between 1946 and 1959 


inclusive. The series is designed to 
recapture the spirit of the marque sports 
car racing of the 50s and 60s at such 
venues as Goodwood and Silverstone. 
Listed cars include such famous names 
as Aston Martin, Morgan, Triumph, 
Jaguar and Elva. 

Classes: A—270icc and over; B— 
1651-2700cc; C—Up to 1650cc. 

Awards—-In each class at each round: 
Trophies to 1st, 2nd and 3rd. At end of 
season: Overall—£145; Other class win- 
ners—£120; 2nd in class—£90; 3rd in 
class—£60; 4th in class—£35; 5th in 
class—£20. Points in each class at each 


round: 4-3-2-1 plus 1 for fastest lap. 


March 11 Silverstone 
March 27° Thruxton 
April 9 Cadwell 

May 1 Thruxton 
May 21 Brands Hatch 
May 29 Silverstone 
June 11 Donington 
July 9 Snetterton 
July 22 Oulton Park 
September 10 Matlory 
October 22 Brands Hatch 


BARC Sprint 


The BARC National Sprint Champion- 
ship continues in 1978 with changes to 
class divisions which will be announced 
at a later date. There will be nine 
rounds at four venues, all organised by 
BARC Centres. Abingdon’s Colin 
Spence won the 1976 BARC National 
Sprint Championship in his everyday 
road-going Escort RS1600. Full details 
are available through the BARC Na- 
tional Sprint Championship organiser 
Don Hore at 24 Cove Road, Fleet. 
Hants (tel: Fleet 6901) or from the 


BARC. 
March 19 Bieckiweshe 
April 1 Ouftton Park 
May 21 Bacxousnhe 
June 18 SecxDusme 
July 2 Goodwood 
August 20 Secusme 
September 17 secmus 
Comber & Gootecoc 
Coaster 1S rao 


Fack the 
champ— 
confirmed 


The Gloucester Trial was organised for 
an amazing 57th time by the London 
CC last Sunday at Lypiatt Park near 
Bath. The club, led by George Stones, 
had laid out tight and steep hills which 
proved a complete contrast to the club’s 


last Trial which had seen scores in. 


single figures. Here the reverse was the 
case and penalties rocketed so that the 
winner’s score was into three figures. 

A good entry of 34 had been re- 
ceived, among them two welcome re- 
turning faces—George Fisher and John 
Fack. After the first round Julian Fack 
had taken a lead he was not to lose with 
a score of 61—~yes sixty-one and there 


were only two others under 70! Behind © 


were Tony Harrison (67), Dennis Allen 
(68) and both John Fack and John 
Hopkins on 71. 

The course was eased a little at 
lunchtime and scores descended from 
the embarrassing to the sensible so that 
after two rounds Julian Fack was on 87 
with Harrison on 91, Hopkins on 92, 
John Fack on 94 and Dennis and Reg 
Allen the only others under three 
figures. 

On the final circuit Julian Fack con- 
solidated his lead with a super 19 to 
lead out from Harrison, John Fack.and 
Reg Allen. Certain familiar names ab- 
sent from the top six actually retired, 
including Gordon Jackson (half-shaft), 
Lee Chappell (gearbox) and John Ben- 
son (gearbox). 

This Trial was the last in the RAC 
series and merely served to confirm 
Julian Fack’s superiority as he ended 
with a score only one short of a ‘possi- 
ble’. His score of 149 was three points 
ahead of his nearest challenger Gordon 
Jackson with Jack Pearce in third place. 
Meanwhile -the Semperit/BTRDA 
Championship for 1978 is already three 
events old and here Julian Fack leads 
with 84 from Tony Harrison on 75. 


1, Julian Fack/Meg Marrion (impunity), 106 pts; 2, 
Tony Harrison/Peggy Harrison (Kincraft), 113; 3, 
John Fack/Jeremy Fack (impunity), 117; 4, Reg 
Allen/Estelia Allen (Kincraft), 118; 5, John Hop- 
kins/Peter Mitchem (Ibex), 119; 6, George Fisher 
(Iris), 124; 7, Richard Alien/Tim Crow (Kincraft), 128; 
8, Hugh Pollard/Colin Ellis (Jabs), 134; 9, Dennis 
Allen/Joyce Allen (Kincraft), 134; 10, Jack Pearce/ 
Brenda Pearce (Kincraft), 135. 


Minis 
A single point separated the first two 
cars in the front-wheel drive class at 
Cambridge CC’s Sutton trial on No- 
vember 13. All 12 cars in the class—out 
of a total entry of 27—were Mini var- 
iants. After the first two attempts at the 
six tests Chris Bates’s 1100-engined ver- 
sion was tying for class lead with John 
Goode’s shopping 850, both having 25 
penalties. 

In the afternoon both drivers began 
to record a series of clear runs. But they 
were finally separated by the one im- 


possible test—a steep slippery climb 
over tree roots after a run-up through a 


bog. Bates managed to climb slightly’ 


higher than the 850 to claim the class. 
Bea a on index: Giyn Jackson 


(Gyrcet, iu 

Canoe eer: © Daees (Miri 1098cc), 29; Colin 
Saaes Gat, SD So Wore! (ro) 10 Bi 
Seca, 


Scott 
quickly 
ahead 


While everyone else was debating 


which test to tackle first, Liam Scott 
was Off getting in a first lap of the 5 tests 
which made up the fourth Northern 
Ireland STCC. trial.. Rain had stayed 
away until course builder Michael Mar- 
tin completed his work then just as cars 
started to arrive the rain fell, most 


‘floundering at nines and eights. 


Scott dropped eight marks’on his first 
lap with Brian Emerson close behind on 
nine and the next two closest men were 
Clive Gracey and Wilbert Todd on 25 
and 26. Conditions were more severe 
on the small engined cars which were a 
little underpowered for some places 
and this reflected in. David McQuaid 
losing 41, Jack Keatley just four marks 
better as 37, and John Miller junior in 
only his fourth trial holding on to third 
place with 52 marks lost. 


As conditions deteriorated for the 


second and third laps, Scott lost 41 
marks to finish on 49 just one point 
clear of W. Todd (50) with Clive Gra- 
cey actually improving his first lap score 
finishing on 51. Meanwhile farther 
down the field the struggle continued 
and Nelson Todd, having given father 
the privilege of first lap was trying very 
hard to pull back with a third best 
second lap score of 25 marks but still 
leaving him adrift of Emerson by six 
marks and leading Michael Johnson by 
HIVES Ei: 

David McQuaid was struggling to 
keep in contact with Keatley and, by 
the end of lap two, was within one mark 
of Keatley’s 78 while the pressure was 
showing on young Miller (96). 

A third lap of 19° penalties for 
McQuaid against Keatley’s total 104 
left him victor again by six marks. So, a 
trial has now been won by a Ford 
engined Concord and all those who 
questioned the weight advantage of the 
Todd’s Honda engined version will now 
need to find another excuse for their 
fabulous results to now. 


Class t: 1, Liam Scott (1.6 Concord), 49; 2, Wilbert 
Todd (1.3 Honcord), 50; 3, Clive Gracey (1.6 Cen- 
cord), 51; 4, Brian Emerson (1.3 Facksmile), 54; 5, 
Neison Todd (1.3 Honcord), 57: 6, Michae! Johnson 
(1.6 Concord), 67 

Cress & 1, Dawid McQuaid (1.2 Cannon), 96: (2) 
Cannon), 104, 3. John Miler (Jnr 
12 Fo. 120 


Ralph! Needham aibait Grains Hoyle slipped Sai fourth to fifth i in the afternoon. 


Sermon win to Dibble 


The wind of change blew gently 


through Dronfield last Sunday as the. 


Northern Trials fraternity contested the 


Mount Trophy Trial, organised by ace 


course-setter Roger Mount and mar- 
shalled by the Sheffield and Hallam- 
shire club. The result was a welcome 
surprise, Peter Dibble winning his first 
trial with Neil Bedford in second. spot, 
enjoying by far his best ever placing. 
What with this and newcomer Stuart 
Butterfield taking sixth place it was not 
a good day for the normal front 
runners. 

The eight sections were each tackled 
four times being only slightly changed 
between: rounds. They were all on the 
bankside at this well-known site and in 
a fairly grippy peat and clay mixture 
which suits Dibble’s light foot. He 
served notice in the first round with a 
score of 19 ahead of Eadon and Bed- 
ford. Needham was in fourth spot while 
Keith Butterfield blew it when he took 
a wrong course and lost 11 marks on 
one section. He spent the rest of the 


A disastrous day bef ll Eric Eadon and B 


day working his way back: up to third 
spot. 

By lunchtime, with three rounds 
completed, Dibble led the way on 40 
with Bedford 56. Following behind 
were Keith Butterfield’ (62), Ralph 
Needham (80), Eric Eadon (87) and 
Dave Morris (94). Eadon was having a 
disastrous day but overtook Needham 
on the last round while Morris was 
overtaken by Stuart Butterfield. Tony 
Butterfield had a quiet day down in 
eighth place ahead of Roger Willey, 
enjoying his best placing yet. In tenth 
spot was Steven Blair who had jour- 
neyed all the way down from Westmor- 
land with Andrew Ludlam to compete 
in his Sprite. 

1, Peter Dibble/Roy Harris (Leyspec), 61pts; 2, 
Neil Bedford/Irene Bedford (Facksimile), 85; 3, Keith 
Butterfield/Joyce Butterfield (Cannon), 96; 4, Eric 
Eadon/Barry Webster (Eadon), 112; 5, Ralph Need- 
ham/Graham Hoyle (Cannon), 116; 6, Stuart Butter- 
field/Margaret Butterfield (Cannon), 145; 7, David 
Morris/Ann Morris (Facksimile), 147; 8, Tony Butter- 
field/Effie Butterfield (Aberties), 156; 9, Roger Wi- 


ley/Barry Heath (Cannon), 241; 10, Steven Blair/An- 
drew Ludiam (Sprite), 245. ° 


Webster, who finished fourth. 
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i agstaffe 
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"i Fastest on the first selective and second 
quickest on the fourth, Peter Wagstaffe 


and Dave Starr won the Pendle & 


District MC South Valley Trophy Rally 


? by just over 2mins last Saturday night. 
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Forty-three crews turned out for the 
130-mile trip round the Yorkshire 
Dales and the event quickly turned into 
a tussle between the winners and the 
eventual second-placed crew Ian Harri- 
son and Peter Ainsworth. The latter, in 
their Opel Ascona, put up quickest 
time on the second and third selectives 
but still could not catch the Wigan MSC 
RS1700 of the winners. The Mexico of 
John Lodge and W. Woldschin was 
third, nearly 4mins down but S5mins 


ahead of the fourth crew. 

1, Peter Wagstaffe/Dave Starr (RS1700), 31m 
43s; 2, lan Harrison/Peter Ainsworth (Ascona), 33m 
50s; 3, John Lodge/W. Woldschin (Mexico), 37m 
37s; 4, S. Coleman/D. Quinn (Escort 1600), 42m 
38s; Semi-experts: F. Brown/S. Lee (Avenger), 
43m 55s; Novices: S. Southall/R. Parker (Cooper 
S), 51m 32s. 


Beavered 
through the 
night 


Keith Allenby and Bailey Place from 
Wakefield & District MSC led all night 
to become the first winners of the 
Beaver Rally for novices run by the 
Beverley & District MC last Saturday. 
They had a comfortable win in their 
RS2000 to head a field of 57 crews on 
the 100-mile route in the Holdness 
area. 

Patchy ice on the first of the three 
selectives kept crews on their toes and 
although there were one or two inci- 
dents there was no major damage. 
Crews from the organising club were 


second, third and fourth.. 

1, Keith Allenby/Bailey Place (ARS2000), 1419 
penalties; 2, Howard Everingham/Roy Heath (Mini), 
1508 pens; 3, David Caley/Tony Mayman (Cortina 
1500), 1654 pens; 4, Brian Auskerin/Andy Rowe 
(Alfasud Ti), 1672 pens; 5, C. Hammerton/Alan 
Broomfield (Mazda), 1689 pens; 6, Andrew and 
Brenton Towse (Escort 1600), 1762 pens. Begin- 
ners’ class: Hammerton/Broomfield. - 


@ The North Down MC H. W. Clark 
Trophy Rally on November 12 was won 
by B. Grant/J. Anderson (RS1600). 
The event used 150 miles of Kent lanes 
between Gravesend and the Farthing 


Corner Services on the M2. 
1. B. Grant/J. Anderson (RS1600),'35m; 2, M. 


+ Rushbrook/M. Baxter (RS2000), 40m; 3, D. Betts/R. 


Smith, 45m; 4, J. Cary/D. Jones, 50m; 5, A. Hug- | 


= 
gett/M. Town (Avenger), 52m. 
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{Breakfast 


cabaret in 
Gwent 


Howard Davies and Phil Jones ended 
their dismal run last Saturday night 
when they won the Newport CC Wil- 
lowdene Rally—and then really en- 
joyed themselves over breakfast when a 
cabaret was laid on for competitors at 
the Stardust nightclub in Usk! A 
comedian and singer entertained the 
weary and the not so weary for 45mins 
in an unusual ending to what had been a 
successful event over a 170-mile route 
in Gwent, Herefordshire and part of 
Powys. ; 
Davies and Jones thrashed the oppo- 
sition comprehensively for the second- 
placed crew of Neil Jones and Huw 
Davies were 9mins behind and they 


won the semi-expert class. 

1, Howard Davies/Phil Jones (RS1700), 36m 11s; 
2, Neil Jones/Huw Davies (Escort), 45m 44s; 3, 
Bruce Tovey/Dai Herbert (Escort), 51m 33s; 4, Chris 
Young/Chris Hoult (Escort), 53m 22s; 5, Paul Lover- 
idge/Steve Suckling (Mini), 54m 32s; 6, Edward 
Basterfield/lan Meakin (Dolomite Sprint), 67m 53s. 
Novices: Charles Breton/Mike Wilkey (Escort), 90m 
59s. 


Oaks in 
the Peaks 
to Byrom | 


Although four crews tied on 47mins in a 
battle for fifth place, easy winners of 
_the Oaks Trophy Rally, run by Ecurie 
Royal Oak MC last Saturday night were 
Malcolm Byrom and Geoff Hignett 
(Escort). On a 150-mile route centred 
on the Peak district, they headed an 
entry of 75 crews by 7mins with Tony 
Revell finishing runner-up partnered by 


David Taylor, also in an Escort. 

1, Malcoim Byrom/Geoff Hignett (Escort), 31m; 2, 
Tony Revell/David Taylor (Escort), 38m; 3, Stan 
Durose/Alan Bartram (Mexico), 41m; 4, Chris Hick- 
er/Brian Garton (RS2000), 42m; 5, Chris Badderley/ 
Colin Mason (Escort), 47m; 6, Bob Mansfield/Bob 
Roper (Escort), 47m; 7, Dave Broadhurst/Eric Cow- 
cill (Honda Civic), 47m; 8, Mike Williams/Peter 
Milburn (Escort 1600), 47m. 


@ Following his outright win in Crane 
Valley MC recent Challenge Trophy 
Production Car Trial at Long Valley 
near Fleet in Hampshire, Team Esso 
Uniflo. driver Richard Acres has 
clinched first place in Class I of the 
ACSMC PCT Championship—and this 
with two rounds still to go. The distinc- 
tive red, blue and black Mini, entered 
by. Esso Uniflo in conjunction with 
Dudsbury CC, will still be seen at the 
last two rounds as the overall title is still 
to be decided, and Richard is one of the 
few drivers in with a chance. 


Full dates lists for all the RAC-organ- 
ised championships were released on 
Tuesday. Some have already been pub- 
lished but there has since been a num- 
ber of date changes It is worth noting 
that, to date, only one of the series has a 
sponsor and that the RAC now prefer 
the title ‘British’ to ‘National’. 


BRITISH FF1600 CHAMPIONSHIP 
May 14 Mallory Park 
June 18 Silverstone 
August 26 Donington 
September 10 Thruxton 
September 16 Oulton Park 
October 1 Donington 


BRITISH DRAG RACING CHAMPIONSHIP 


March 25/27 Santa Pod 
May 1 Snetterton 
May 27/29 Santa Pod 
June 18 Wroughton 
August 13 Blackbushe 
August 26/28 Santa Pod 
September 24 


Blackbushe 


BRITISH SPORTING CAR TRIAL CHAMPIONSHIP 


January 8 Peterborough MC (Warco) 
January 15 Sheffs & Hallamshire MC (Harrison) 
January 22 Maidstone & Mid-Kent MC 

{Brian Lewis) 
January 29 North Midland MC (Kitching) 
February 5 Hagley DLCC (Geoff Tayior) 
February 12 750 MC (Walsingham) 
February 19 Peterborough MC (Charles Pollard) 
February 26 Mid Cheshire MRC (Wilshire) 
March 5 SUNBAC (Colmore) 
March 12 YSCC (4/44) 
March 19 Lancs & Cheshire CC (Derbyshire) 
April 2 London CC (Jacobean) 
April 9 MAC (MAC Cup) 
September 17 YSCC (Stone Trough) 
September 24 Northampton MC (Derngate) 
October 1 Bristol MCLCC (Feddon) 
October 8 750 MC (Biggs) 
October 15 Maidstone & Mid-Kent MC (Bossom) 
October 22 Sheffs & Hallamshire MC 

(High Peak) 
October 29 Kentish Border MC (November Trial) 
November 5 SUNBAC (Shell Cup) 
November 19 Leicestershire CC (John Bull) 
November 26 Peterborough MC (Johnson) 
December 3 London CC (Gloucester) 


BRITISH HILLCLIMB CHAMPIONSHIP 


March 26/27 Loton Park 
April 15/16 Wiscombe Park 
May 6/7 Prescott 

May 13/14 Harewood 
May 27 Barbon 

June 10/11 Shelsley Walsh 
June 24/25 Doune 

July 2 Pontypool 
July 20 Bouley Bay 
July 22 Val des Terres 
August 4/5 Craigantlet 
August 12/13 Shelsley Walsh 
August 26/27 Gurston Down 
September 2/3 Prescott 
September 23/24 Doune 


BRITISH AUTOTEST CHAMPIONSHIP 


March 12 Sevenoaks DMC 
April 2 Hagley DLCC 
April 9 Harrow CC 
April 16 Southsea MC 
April 23 Bolton le Moors CC 
May 7 Bath MC 
May 14 Eastern Counties MC 
May 21 Loughborough CC 
June 4 Southampton MC 
June 11. Rhy! DMC 
June 24 Scottish SCC 
July 9 Airedale & Pennine MC , 
July 16 Sherwood Forest MC 
August 6 Hartlepool DMC 
September 3 Duniop MC (Birmingham) 
September 10 White Horse MC 

_ October 8 62CC 


September 
September 


26/27 
2/3 
10 
23/24 


Pontypool 
Scammoden Dam 
Sheisley Walsh 
Gurston Down 
Prescott 
Wiscombe Park 
Doune 


BRITISH SPRINT CHAMPIONSHIP 
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Oulton Park 
Yeovilton 
Upwood 
Curborough 
Wellesbourne 
Curborough 
Longridge 
Blackpool 
Wroughton 
Blackbushe 
Oulton Park « 
Brighton 
Wroughton 
Weston super Mare 


BRITISH AUTOCROSS CHAMPIONSHIP 


Dereham & DCC 

Stort Valley AC 

West Hants & Dorset CC 
Bath MC 

GEC (Stafford) MC 
Hagley & DLCC 
Peterborough MC 

Rugby MC 

Welsh Counties CC 
Chess Valley MC 

Lancs & Cheshire CC 
Sixty & Worcestershire MC 
Devizes & DMC 
Woolbridge MC 

Craven MC 

West Suffolk MC 

Rhyl & DMC 

Bath MC 

Taunton MC 

Hagley & OLCC 


DUCKHAMS BRITISH PRODUCTION CAR TRIAL 


February 


February 
March 
April 


April 


May 

May 

May 

June 
June 
August 
September 
September 
September 
October 
October 
October 


October 
November - 


5 


Dudley & Halesowen CC 
(Tocky Bonk) 
Farnborough DMC (Valentine) 
Shenstone DCC (Fellowes) 
North Cotswold MC = * 
(Cotswold Trophy) 
Coventry & Warks MC 
(Warwickshire) 
North Wales CC (Cymru) 
Bewdley AC (Ernie Williams) 
Sheffield & Hallamshire MC (Shann) 
Mid Surrey AC (Grand Cup) 
likley DMC (Filtrate Trophy) 
Wolverhampton & SSCC (Val Shaw) 
SODC (Deerstalker) 
Lancs & Cheshire CC (Jack Silver) 
Winchester DCC (Whaddon Worgle) 
SUNBAC (Vessey) 
Owen MC (Emest Owen) 
Salisbury & Shaftesbury CC 
(lvy Cross Garage Trial) 
Hagley DLCC (Worcestershire) 
North Midland MC (Autumn) 


BRITISH RALLYCROSS CHAMPIONSHIP - 


Qualifying Events 


January 
February 
March 
April 

June 

July 
August 
August 
September 
October 


Final 


November 


Secrutaries of the Mesting are requested to send datals of af forticoming everts io Mes Lind McRae Autosoor Estora. “ay areet Poise 7S Dear Sree Loncor wr 1S 


29 
26 
19 
30 
18 
23 
13 
28 
24 
15 
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Brands Hatch 
Longridge 
Snetterton 
Talbenny 
Mallory Park 
Talbenny 
Brands Hatch 
Lydden Hill 
Long Marston 
Snetterton 


Lydden Hill a 


eget 


If you want to succeed in 
motor racing take up Golf. 


